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Gontributions. 
Passing Stations at Full Speed. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

I believe that on well regulated railway lines, it is the rule 
that no train, regular or extra, shall pass through a station 
at which another train, moving in an opposite direction, has 
stopped for the purpose of discharging and receiving passen- 
gers. Yet on one of our largest lines, the New York Central 
& Hudson River, this rule is daily violated, risking the lives 
of their passengers. 

One morning last week, as some forty persons 
were about to get aboard of a down train 
at Irvington, some one (not in the company’s employ) called 
out ‘Stand back!” at the same time pulling back two 
gentlemen who had just stepped upon the up track. He was 
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much which is new or important. It is their purpose to re- 
cord the various methods of care and attention to correct 
time on several of our roads. Minor details will be given, 
that variety may he seen to be the :uling element here as in 
all things in connection with our railroads. Every road | 
visited has a different source of time, and different method 
cf getting and giving its corrections. 


ments, one of which is in the New York Central’s telegraph 
office at the Grand Central depot: 

It beats every two seconds, but with the following pauses 
and intervals: 

1. It pauses one beat (interval of 4 seconds) immediately 
before the beginning of each minute. 

2. It pauses nine beats (interval of 20 seconds) immedi- 
ately before the beginning of each fifth minute. 

' THE METHOD OF THE ERIE. | 3, At the beginning of each hour and quarter, the instru- 

The standard clock of the Erie stands in the office of its! menc strikes (with increased power) like an ordinary clock ; 
telegraph department in New York city, and is entirely | the hour being repeated before each quarter, and the quar- 
under the supervision of Professor Bull (of the University), | ters indicated by one, two and three beats respectively. 
who also supervised its construction. Once in about seven This clock keeps Western Union Telegraph time, which is 
days he visits and inspects the clock ; and once in about | a mean of the observed tims of Washington, Cambridge 
three days he takes the loca] time by observation, and, when | (Mass.), and Allegheny (Pa.), observations. The method 
necessary, corrects the clock by it. of comparison will be referred to farther on. 

For a short period it was the daily practice to receive by The correcting instrument (of this clock) in the office of 
telegraph the noon signal from Washington, to compare the | the New York Central gives the dispatcher at all hours of 
face of the clock with it and note any variation. Thevaria-| the day a time which, in comparison with all practical 
tion was, however, so small, tending as it does to correct it- | needs, is an ideal tire. 
self, that this practice was given up as unnecessary. He does not therefore wait for the noon signal, but divides 

The Erie noon signal to its station operators is as follows: | 





| his numerous time-duties into three portions. 
| The line is cleared of business; at one minute before twelve ' 


| the New York operator begins to beat dots, one at regular | 


At 10 o'clock a. m. he corrects the electrically controlled 
clocks in the Hudson River Railroad, and the Harlem Rail- 
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not an instant too soon, for just as they cleared the track a 
single engine whirled by at a high rate of speed. So sure 
was the engineer that he had run over some one that he 
applied his brakes, with which he was fully equipped, in- 
cluding ‘‘ driver brakes,” and stopped above the station. On 
learning that no one was hurt, he proceeded, 

It is most miraculous that a dozen persons were not killed, 

One day last week the same thing occurred (and is daily 
occurring), except in place of asingle engine it was the 
Superintendent’s “‘ Monitor” with officials on board. It 


shows either a very lax system for such a great line, or if , 


there are any fixed rules, a very poor enforcement of the 
same. Since, owingto a double curve at this point, one is 
unable to see up or down, there should be either an electric 
gong, or distant signal, to be set when a train is in the 
station. 

By giving this space in your valuable paper, you will 
greatly oblige an engineer and a subscriber. &. 8. C. 

[‘‘E. S. C.” is mistaken as to its being the rule on 
railroads, ‘* well regulated,” or others, not torun past 
stations while passengers are getting on or off another 
train at that station. Express trains usually do not 
stop at local stations where the schedule does not call 
for a stop, whatever may be going on there, unless the 
track is actually obstructed. It is, however, the duty 
of the railroad company to provide against accidents 
in such cases, either by an arrangement of the tracks 
or by watching and warning in some way. Wedo 


not hear of many accidents on such occasions, but | 


there probably is a considerable number in the aggre- 
gate, usually only one person suffering at a time, so 
that it does not make the impression caused by a train 
accident with ten to fifty victims.—EpITOR RAILROAD 
GAZETTE. | 








The Railroad Time and Time-instruments. 


To THE EDITOR OF THE RAILROAD GAZETTE: 
It must not be supposed that these articles will contain 
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! intervals, until exactly the hour; then, on the hour, two to-| road (New York) depots and the electrically controlled 
gether; these continued for one minute after the bour. clocks of the Grand Central Depot yard and of its look- 
No report of the variation of local clocks is demanded. | out, 
OF THE CENTRAL RAILROAD OF NEW JERSEY. At lla. m. he corrects the electrically controlled clocks 
The standard clock of the Central of New Jersey road is| on the Hudson River Railroad, and gives the time signal to 
| at Elizabeth, as it was made by E. Howard & Co., of Bos- | Poughkeepsie station. 
| ton, and is said not to vary more than a second or two fast At 12 (noon) he gives the time signal to the Harlem road, 
| or slow in any one day, and is corrected only a few times in| and corrects the electrically controlled clock at Dover 
the year. The daily noon signal is received from Washing- | Plains. Albany depot telegraph station also receives this 
| ton, and every variation noted. | signal, and transmits it along the line of the New York Cen- 
The time signal of the road to its station operators is as | tral as far as Buffalo. 


| follows: The operator at Elizabeth calls “*32” three times | A few words about the electric apparatus of the station 
as a warning signal, and at two minutes of the hour begins 


| clocks referred to will ba necessary before giving the Cen- 
to beat seconds, continuing for 1}¢ minutes. At % of a| tral’s method of time signal. 
minute to the hour, the figure “1” is made, and }s minute | This apparatus is the invention of Mr. P. H. Dudley, who 
, there‘o the figure “2,” at }¢ minute the figure ‘‘3.” At) has been, we believe, the first to apply electric control to 
| the exact hour two dots are written, followed by a space the second as well as the minute hand of clocks, The 
and other two dots. The station clocks are corrected if they correction is made by means of the attraction of an 
| are }s minute fast or slow; otherwise the variation is merely | armature to an electro-magnet. The apparatus is worked 
noted. by the power of the local battery. A three-point switch 
connects the clock, the sounder and the wire to the relay; a 
few minutes before correction-time, the sounder is switched 
| out of the circuit and the clock switched in, and the cor- 
| rection made by the signa) from the central office. 
The clocks are placed as follows: In the Grand Central 
| Depot, its yard and yard lookout. 
In the stations at New York, Yonkers, Tarrytown, Sing 
| Sing, Peekskill, Garrison’s, Fishkill, Poughkeepsie, Tivoli, 


THE NEW YORK, NEW HAVEN & HARTFORD. 
The standard clocks are in New Haven, and at the door 


of the Superintendent’s office in New York. They are cor- 
| rected by adding or subtracting weight to or from the pen- 
|dulum. The time is received from the observatory at Yale 
College, and any variation in the face of the clock noted 
and written upon acard which is placed below the clock’s 
| face, where it will attract attention. The running time of 
| the road is the absolute tims daily received, and conductors 
; are expected to regulate their watches to this. Hudson, East Albany and at Dover Plains. 
No train must follow another at a less time-distance than} The time signal from the central office is begun at 1}¢ 
| 10 minutes, and the passing time of the preceding train is | minutes of the hour by writing the “time” for }¢ minute 
displayed at each station in plain figures placed in a time-|@nd then by beating the seconds, Each second is 
case. | beat until the fiftieth, when the word “switch” is written 
NEW YORK CENTRAL & HUDSON RIVER. | as a signal to switch the station sounders out and the station 
The time service of this company involves the use of | clocks into circuit; and then precisely at the hour the cor- 
| apparatus, which must be described in detail. recting signal is given, the correction of all clocks following 
Mr. James Hamblet, who has charge of the New York | automatically. 
connections of the time-ball service, and of the Western | ‘The amount of each local correction is then reported to the 
Union Telegraph Company’s time, is the inventor of a clock, | central office by the station agent. 
| which performs the following service on connecting instru-! The operator of the yard Lookout in the tower of the 
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Grand Central Depot (the correction of whose clock bas been 
described above) controls and corrects electrically controlled 
clocks in the signal stations at Eighty-eighth street and at 
Mott Haven Junction. Between these points and the depot 
lies (at Fifty-third street) a cross-over for out-going and in- 
e ming trains, and previous to the introduction of this sys- 
tem of controlled clocks there had been (very infrequent) 
delays here; variation of time between these signal stations 
and the lookout causing the blocking of the cross-over to an 
incoming train. 
THE VARIATION IN TIME-MEASURING INSTRUMENTS. 

The reported daily variation in the Hudson River Rail- 
road station clocks is from one to twenty seconds, the rule 
being that nearly all the clocks will be on time (variation 





not perceived) with one or two exceptions ; but these ex- 

















This comparison of observations is made in New York 
with his standard clock by Mr. Hamblet, of the Western 
Union line service, who sends once a month to each obser- 
vatory a full sheet of the daily received reports from all. 

The comparisons is made graphically. Mr. Hamblet’s clock 
of which we have spoken, records its seconds not only by 
the beats of correcting instruments, but also by indenta- 
tions upon the tape of a chronograph placed in the gallery 
above the ‘“‘ switch” of the Western Union operating room. 

The indentations are about one inch apart; and one min- 
ute before noon a similar series is received from the clock in 
the Washington Observatory, and the two records of 
graphic seconds compared by a glass gauge which has its 
inches divided into twentieths; it is possible, therefore, to 
measure by it ,35 of a graphic second. 









SIDE ELEVATION. 





rear section ran into the forward one, wrecking several 


cars. 

On the afternoon of the Ist a freight train on the Penn- 
sylvania Railroad ran into the rear of a preceding freight 
near Lancaster, Pa., wrecking several cars, injuring the en- 
gineer and fireman. There was a thunder storm raging at 
the time. 

On the evening of the Ist a freight train on the New York, 
Lake Erie & Western road ran into the rear of a local freight 
which was stopping at Great Valley, N. Y., wrecking the 
caboose and eight cars, damaging the engine and tearing up 
the station platfcrm. 

On the morning of the 3d a freight train on the Texas & 
Pacific road ran into the rear of a passenger train which had 
stopped for some cause near Kildare, Tex. A car was dam- 
aged and five passengers slightly hurt. 

On the afternoon of the 4th a freight train on the Balti- 
more & Ohio ran into the rear of another freight which had 


OY. 








ceptions are made up by diverse clocks, to-day Garrison’s 
being 2 seconds fast, to-morrow Sing Sing’s 20 seconds 
fast, etc. 

These are, of course, superior clocks compared with those 
in ordinary use. There would be something more than in- 


terest in knowing what is the daily variation of the ordi- | 


nary station clocks on an average railroad. On one of our 
best roads, I am told, the variation on an experimental tele- 
graphic inquiry proved to be from one to one and one-half 


minutes, which would mean thatatrain running at 50. 


miles per hour, and reported as having passed the station, 
would at that (standard) time be one mile or more away.* 
The best standard clocks which have been carefully regu- 
lated to their local conditions may not show a daily varia- 
tion of more than two or three seconds, and may not ordin- 
arily exceed one second’s variation in any twenty-four 
hours. No clock, however, is beyond the possibility of an 
accidentul variation of even a dangerous extent. In the 
matter of time eternal vigilance is necessary, not to regu- 
late the mechanical mechanism merely but still more to keep 
the human mechanism of time-attention in perfect order. 
The following is a comparison of observatory time for five 
days: 
Washington 


Cambridge. Allegheny. 


ab of a sec. slow. 
of a sec. slow. 
of a sec. slow. 


of a sec. fast. vi 
ed of a sec. fast. itty Of a sec. slow. 


tio Of a sec. fast. 
of a sec. fast. ; 
ios Of a sec. fast. 180 Of a sec. slow. 


ih of a sec. fast. 
fut of a sec. fast. 
reo Of a sec. fast. 





*After a study of the question, the writer is prepared to make 
the following assertions: First, that the maximum variation of 
some of the station clocks on the average railroad is at least 
three (3) minutes; second, that the ordinary maximum variation 
of some of its clocks is at least one or one and one-half (134) min- 
utes; third, that a common and east one- 
half (44) minute. These as compared with 


uniform variation is at 
é ms are asserted 
time; the absolute difference of some station clocks on 
the average may safely be asse to be twice the above 
quantities. These assertions are not made as true of any one 
road, but of an average representative of the entire number. 


LONGITUDINAL SECTION. 
NEW YORK & NEW ENGLAND PASSENGER STATION 


IN 


The comparison of seconds with the time of the two other 
observatories is made about five in the afternoon, after the 
hurry of business is over. 

The variation in the time-ball’s descent is from ,%5 to 14 
lor 1g asecond. The record for six days is as follows: ,3, of 
asecond, ,35, 145, fo» 130) 120: all fast. Occasionally it is 
exact. 











|Boston Station of the New York & New England 
| Railroad. 


| The accompanying engravings represent a perspective 
view, a front elevation, a side elevation, a section through 
the hall and a plan of the new passenger station of the New 
York & New England Railroad at Boston. 

Before the construction of this station they occupied a 
building 60 x 415 ft., half of which was used for freight and 
haif for passenger accommodations; 102 ft. of the front of 
this building was torn down and the present station erected, 
it being joined on to the remainder (313 ft.), which is used 
for the train house. Most of the timber taken from the old 
building was used in the frame of the new one. The inside 
is sheathed with yellow pine, the brackets, doors and other 
portions being finished with the same wood. The ticket, 
news, telegraph, dining and closet rooms are heated by 
steam; the waiting rooms by stoves. The building is covered 
with galvanized iron, resin-sized paper and hemlock boards. 
The roof is laid with slate. The grourd plan shows the ar- 
rangement and sizes of the rooms, which werechanged from 
the original plan. 





Train Accidents in August. 
The following accidents are included in our record for the 


month of August : 
REAR COLLISIONS. 


On the Ist a freight train on the New York, Pennsylvania 





& Ohio road broke in two near Evansburg, Pa., and the 
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stopped at Roseby’s Rock, W. Va. The engine and several 
cars were wrecked, the engineer hurt. 

On the 5tha freight train on the Ohio & Mississippi road 
ran into the rear of a preceding freight near Vincennes, 
Ind., wrecking the caboose and killing one man. 

On the evening of the 6th a Troy & Boston passenger 
train ran past the depot in North Adams, Mass., and into 
the Fitchburg Railroad engine, which was waiting to take 
the train on. Both engines were badly damaged. 

On the afternoon of the 6th a wild engine on the New 
York, Ontario & Western road ran into the rear of a pas- 
senger train at Summitville, N. Y. The passenger train had 
stopped to switch a car, but had sent out no signal. 

m the afternoon of the 8th the engine of a freight train on 
the Pittsburgh, Ft. Wayne & Chicago road broke down on a 
grade in Allegheny, Pa., and the train ran back down the 
grade and intoanother freight train standing at the depot, 
wrecking the tender and several cars. 

On. the afternoon of the 10th a freight train on the Penn- 
sylvania Railroad ran into a preceding freight near Haw- 
kins, Pa., wrecking a car. 

On the 12th a special passenger train carrying soldiers on 
the Denver & Rio Grande road broke in two near Marshall 
Pass, Col., and the rear section ran into the forward one, 
wrecking two cars, killing one man and injuring another. 

On the evening of the 16th a freight train on the Cleve- 
land, Mt. Vernon & Delaware road ran into a preceding 
freight, which had stopped at Millersburg, O., wrecking 
several cars. 

On the night of the 16th a wild engine on the Atchison, 
Topeka & Santa Fe road ran into the rear of a freight train 
near Emporia, Kan., damaging three cars. 

On the morning of the 17th a freight train on the Balti- 
more & Ohio r ran into the rear of a preceding freight 
near ille, O., wrecking several cars. 

A signal was sent back to stop a third section, but too late, 
and it ran into the wreck, piling up a number of cars_on the 
oname and making a very bad wreck, which blocked the road 
all day. 

On the night of the 17th a freight train on the Missouri 
Pacific ran into a preceding freight near Chamois, Mo., 
throwing several cars down a bank into the river. 

On the morning of the 18th a freight train on the Tro 





i 
& Greenfield road ran into the rear of another ~ oe | 
which had stopped at West Deerfield, Mass, The engine 
two cars were 




















SEPTEMBER 380, 1881] 


THE RAILROAD GAZETTE. 


8388 








On the morning of the 19th a Boston & Albany freight 
train ran into the rear of an Eastern 
Mass., on the Eastern track. 

On the morning of the 20th a coal train on the Pennsyl- 
vania Railroad ran into the rear of another coal train stand- 
ing on a trestle at South Amboy, N. J., wrecking a number 
of cars. 

On the 20th a freight train on the Chicago, Milwaukee & 
St. Paul road broke in two near Elgin, Ill., and the rear 
oo ran into the forward one, breaking several cars 

y. 

On the morning of the 23d a freight train on the Ohio 
Souttern road ran into a passenger train on a siding at 
Bainbridge, O., wrecking an engine and several cars, killing 
a fireman and a passenger. 

On the afternoon of the 23d a freight train on the Balti- 
more & Ohio road ran into the rear of a repair train near 
Summit, O., damaging the engine and caboose, killing one 
laborer and injuring a fireman. 

On the afternoon of the 22d a switching freight train of 
the Indianapolis & St. Louis road ran into an Indianapolis, 
Decatur & Springfield yard engine in Indianapolis, Ind., do- 
engcome damage. 

ery early on the morning of the 24th a freight train on 








coal train near Chelsea, 


into the rear of a passenger train at the Grand iver bridge, 
near Breslau, Ont., doing some damage. 

Very early on the morning of the 28th a freight train on 
the Alabama Central road ran over a misplaced switch and 
into a construction train standiu 
Ala. The engine and severa 
wrecked, the engineer and fireman killed. 

On the evening of the 28th a passenger train on the 





| second train. 


On the evening of the 28tha freight train on the Grand | 


Trunk road ran into another freight which was just going 
into a siding at Ailsa ee Tae! damaging several cars. 
On the morning of the 29th a freight train on the Minne- 


|apolis & St. Louis road backed into another freight :vhich 
| was standing on the track at Vernon, Ia., wrecking both 
| cabooses and injuring three passengers. 

of the 29th a construction train on the 
ic Rivers Road ran into the rear 
ich had stopped at North Hatley, 
passenger car were badly broken. 


| _On the mornin 
ee & Passum 

of a passenger train whi 
P. Q. The engine and one 








FRONT_ELEVATION. 


on a siding at Faunsdale, | Maine 
construction cars were | wrecked, several cars damaged, a fireman fatally and an en- 


Pennsylvania Railroad ran into the rear of a preceding pas- | garded 
senger train, which had stopped at Merion, Pa. One car was | 
| wrecked, two others damaged, and two passengers hurt. It | 

is said that the operator at Merion neglected to block the | 


———* | 


brakeman was killed and a fireman hurt. The collision is 

said to have been caused by a dispatcher’s mistake, 
On the morning of the 16th there was a butting collision 
eatee gaan and a ~~ % train on the St. John & 
near Fairville, N. B. Both engines were 





| gineer severely hurt and five others bruised. The trains had 
orders nag at Fairville, but the passenger train disre- 
em. 

On the night of the 16th there was a butting collision be- 
tween a passenger and a coal train on the Ohio Central road 
near Rushville, O. Both engines were damaged. 

On the afternoon of the 23d there was a butting collision 
between two shifting trains in the yard in Pittsburgh, Pa., 
on the Pennsylvania road. 

On the 23d there was a butting collision between two pas- 
senger trains near McArthurs, O., on the Ohio & West Vir- 
ginia road. 

On the night of the 23d there was a butting collision be- 
tween two freight trains on the Richmond, Fredericksburg 
& Potomac road near North Anna Bridge, Va. Both engines 
and several cars were wrecked, an engineer and a fireman 
hurt and the road blocked all night. 

On the 25th there was a butting collision between two 
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D, Dining Room 

E, pom ae meen Room. 
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the Detroit, Lansing & Northern road ran into a precedin 
freight near Portland, Mich., and the engine and severa) 
cars were > 

On the afternoon of the 24th a long excursion train with 
two engines on the New Haven & Northampton road ran 
iato the rear of a freight train which had hauled into a sid- 
ing at Hitchcock’s, Conn., still leaving several cars on the 
main track. One engine and five freight cars.were badly 
broken up, the second engine damaged and an engineer and 
fireman hurt. 

On the morning of the 25th a freight train on the New 
York, Penasylvania & Ohio road ran into the rear of a pre- 
ceding freight which had stopped at Corry, Pa., wrecking 
several cars. There was a thick fog at the time. 

On the afternoon of the 25th a freight train on the Kansas 
City, St. Joseph & Council Bluffs rcad ran into the rear 
of a repair train near Wright, Ia.,"damaging several «ars. 

On the morning of the 26th a freight train on the Lake 
Shore & Michigan Southern road ran into soms cars which 
had broken loose from a preceding freight near Elmore, O 
wrecking three cars. 

About noon on the 26th a freight train on the Illinois 
Central road ran over a misplaced switch and into a freight 
train on asiding in Chicago, Ill. Toe engines and several 
cars were badly damaged. 

On the afternoon of the 26th a passenger train on the 
New York, Lake Erie & Western road ran into the rear of a 
freight in Binghamton, N. Y., wrecking three cars. 

On the night of the 26th a freight train on the New York 
Lake Erie & Westera road ran over a misplaced switch and 
into a yard engine standing on a siding in Port Jervis, N. Y. 
Both engines were dam 

Very early on the morning of the 27th a freight train on 
the New York, Lake Erie & Western road ran into the rear 
of a preceding freight near Middletown, N. Y., damaging 
several cars, 

On the morning of the 27th a mger train on the New 
York, Lake Erie & Western road ran into a yard engine 
standing on the track in Middletown, N. Y., doing some 


= 
On the 27th a freight train on the Grand Trunk road ran 
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and one man hurt. There was a dense fog atthe time. 
On the morning of the 30th a freight train on the Pennsy!- 
vania Railroad broke in two near Braddock’s, Pa., and the 
rear section ran into the forward one, wrecking several cars. 
On the night of the 30th a freight train on the Pennsyl- 
vania Rai ran into three cars which had been left stand- 
| ing on the track in Pittsburgh, Pa. The cars were wrecked 
| and the engine damaged. 
| _ Ou the night uf the 31st a freight train on the New York, 
Lake Erie & Western road backed into another freight on a 
| siding at Lordville, N. Y., piting up six cars in a bad 
| wreck. 


BUTTING COLLISIONS. 


On the morning of the 1st there was a butting collision | 


| between two freight trains on the Missouri, Kansas & Texas 
| road near Caney, Ind. Ter. Both engines were badly 
broken and several cars damaged. 
| Very early on the morning of the 4th there was a butting 
| collision between two freight trains on the Atchison, To- 
| peka & Santa Fe road near Topeka, Kan. Both engines 
| were wrecked and 11 cars dama; The accident was 
| caused by the men on one train mistaking their orders to 
| meet at Topeka. 
On the afternoon of the 5th a freight train on the Chicago, 
| Milwaukee & St. Paul road ran into the head of a repair 
train near Dubuque, Ia., wrecking both engines and several 
| cars and injuring five laborers. 
| Very early on the morning of the 12th there was a butting 
| collision between a mger train and a wild engine on the 
| p mene Pacific near Ogden, Utah. Both engines were 
} a . 
| On the vight of the 13th there was a butting collision be- 
| tween two freight trains on the Louisville, Cincinnati & 
| Lexington near Campbellsburg, Ky., by which both 
| engines were damaged, a fireman killed and two other 
| trainmen hurt. 
| Very early on the morning of the 15th there was a butting 
| collision between two freight trains on the Pittsburgh, Ft. 
| Wayne & Chicago road near Wooster, O., by which both 
engines and se cars were piled up in a bad wreck. A 
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freight trains on the Scioto Valley road neur Piketon, O., 
wrecking both engines and several cars. 

On the morning of the 27th there was a butting collision 
between two freight trains on the Missouri, Kansas & Texas 
road near Eufaula, Ind. Ter., by which both engines and 
several cars were wrecked. 

On the 28th there was a butting collision between two 
freight trains on the Grand Trunk road near Lancaster, P. 
Q., by which both engines and several cars were wrecked, 
three trainmen killed, one fatally hurt and one badly hurt. 
The accident is said to have been caused by failure of an 
operator to give an order properly. 

On the 28th there was a butting collision between two 
freight trains on the Milwaukee, Lake Shore & Western road 
near Wausau, Wis., by which both engines and several cars 

engineer, a fireman and a brakeman 





| were wrecked, an 
| killed. 

Very early on the morning of the 29th there was a but- 
ting col.ision between two freight trains on the New York, 
Lake Erie & Western road near Cuba Summit, N. Y. Both 
engines were almost destroyed and 40 cars were piled up in 
avery bad wreck. An engineer and a brakeman were 
killed, a fireman hurt. Itis said that one of the trains dis- 
obeyed orders to wait for the other. 

On the evening of the 29th there wasa butting collision 
between two freight trains on the Lake Erie & Western road 
near Templeton, Ind., by which both engines and several 
cars were badly broken. It issaid to have been caused by a 
dispatcher’s mistake. 

On the night of the 29th there was a butting collision be- 
tween a passenger and a creignt train on the Indianapolis & 
| St. Louis road near Loag Lake, Ill. Both engines and sev- 
| eral freight cars were damaged. It is said that the freight 

was running against orders. 
On the evening of the 30th six cars broke loose from 
a coal train on the New York Central & Hudson River Road 
| in Buffalo, N. Y., and ran back down gradeand into the 
head of a following freight. The cars were wrecked and an ° 
engine damaged. ; 
On the night of the 31st there wasa butting collision 
between a passenger and a freight train on the Chicago, 














Milwaukee & St. Paul Road near La Crosse, Wis., by which 


both engines and several cars were damaged and the road 
blecked all night. 
CROSSING COLLISIONS. 

On the — of the 16th an Atchison, Topeka & Sant Fe 
freight ran into a Missouri, Kansas & Texas passenger train 
at the crossing of the two roads in Emporia, Kan., upset- 
ting two cars and damaging them badly. 

ear midnight on the 24th there was a collision between 
a Lake Shore & Michigan Southern and a Chicago & Grand 
Trunk freight at the crossing at Sixteenth street in Chi- 


cago. 

On the afternoon of the 29th a New York Central & Hud- 
son River passenger train ran into a New York, Lake Erie 
& Western freight at the crossing in Tonawanda, N. Y., and 
both engines were badly broken. 


DERAILMENTS, BROKEN RAIL. 


On the morning of the 5th three cars of a panne train 
on the Western Oregon road were thrown from the track 
near Hillsboro, Or., ty a broken rail. 

On the 20th a passenger train on the Atlantic, Gulf & 
West India Transit r was thrown from the track near 
Callahan, Fla., by a broken rail. 

On the 28th a freight train on the Chicago & Grand 
Trunk road was thrown from the track near Battle Creek, 
Mich., by a broken rail. Nine cars were wrecked and a 
brakeman killed. 


DERAILMENT, BROKEN WHEEL. 


On the afternoon of the 16th two cars of a passenger train 
on the Chicago, St. Paul, Minneapolis & Omaha road were 
thrown from the track in St. Paul, Minn., by a broken 
wheel. 

DERAILMENT, LOOSE WHEEL. 


On the 30th two cars of a freight train on the New York 
Central & Hudson River road were thrown from the track 
near Geneva, N. Y., by a loose wheel. 


DERAILMENTS, BROKEN AXLE. 


On the morning of the 15th a car of a freight train on the 
Cleveland & Pittsburgh road was thrown from the track 
near Toronto, O., by a broken exle. 

On the 29th several cars of a freight train on the Chicago 
& Alton road were thrown trom the track near Edwards- 
ville Junction, [ll., by a broken axle. 


DERAILMENTS, BROKEN BRIDGE. 


On the morning of the 5th a freight train on the Missouri 
Pacific road broke torough a small bridge near Oak Mills, 
Kan., and eight cars went down into Walnut Creek, injuring 
a tramp, who was stealing a ride. 

Early on the morning of the 27th a freight train on the 
Chicago, Burlington & Quincy road broke through a bridge 
near Albia, Ia., and the cars were piled up inabad wreck 
below. The wreck caught fire and several cars were burned 
up. A brakeman was fatally burt. 

On the morning of the 31st a freight train on the Detroit, 
Lansing & Northern road broke through a bridge near Fen- 
wick, Mich., which was on fire and partly burned through, 
and 18 cars were piled up in a ravine below. A brakeman 
was killed. 


DERAILMENT, SPREADING OF RAILS. 


On the evening of the 6th seven cars of a freight train 
onthe New York, Lake Erie & Western road were thrown 
from the track in Port Jervis, N. Y., by the spreading of 
the rails. 

DERAILMENTS, WASH-OUT. 


On the morniugof the 3da passenger train on the New 
Orleans Division of the Louisville & Nashville road ran iato 
a wash-out near Webb’s Landing, Ala. Two cars were up- 
set and two passengers slightly he 

Oh the afternoon of the 6th a passenger train on the Cleve- 
laud, Mt. Vernon & Delaware road ran into a wash-out near 
Howard, O., and two cars were wrecked. 

On the night of the J2th an emigrant train on the Atchi- 
son, Topeka & Santa Fe road ran into a wash-out near Las 
Vezas, N. M., and the engine and several cars were wrecked, 
killing the engineer and fireman. 

Early in the month a freight train on the St. Johns, Lake 
Eustis & Gulf road ran intvu a wash-out near Ft. Mason, 
Fla., damaging the engine and two cars, injuring the en- 
gineer and fireman slightiy. 


DERAILMENTS, ACCIDENTAL OBSTRUCTION. 


On the morning ot the 5th a freight train on the Boston 
& Lowell road was thrown from the track in North Cam- 
— Mass., by a tie which fell from a flat car on the 
rails. 

On the afternoon of the 5th some telegraph poles,carelessly 
loaded on a flat car in a freight train which had gone into a 
siding at Grade 29, Tenn., on the Nashville, Chattanooga & 
St. Louis road, projected over the main track, striking the 
engine and baggage car, striking and upsetting a passenger 
car. One passenger was hurt so that he died the same day. 
Another passenger, a brakeman and the engineer were also 
hurt. 

On the night of the 6th a passenger train on the Baltimore 
& Ohio road struck a rock which had rolled on the track 
near Moorhead’s Mill, Pa., and theengine was thrown from 
the track. 

On the morning of the 1Yth a passenger train on the East- 
ern rond ran into a push car loaded with rails, which some 
trackmen had left standing near Malden Centre, Mass. The 
engine was thrown from the track and badlv damaged. 

bout noon on the 24th a car of a freight train on the 
Pennsylvania Railroad was thrown from the track and upset 
near Littlestown, Pa., by a drawhead which pulled out and 
fell on the track. 

Near midnight on the 30th six cars of a freight train on 
the Central Railroad, of New Jersey, were thrown from the 
track in Plainfield, N. J.. by a large log which rolled off a 
flat car. 

DERAILMENTS, CATTLE. 

Ou the afternoon of the 7th a passenger train on the 
Indianapolis & St. s road ran over a cow near Charles- 
ton, Il]., and the engine was thrown from the track, injuring 
one man slightly. 

Very early on the morning of the 13th a passenger train 
on the Grand road ran over a cow near Brockville, 
Ont., and the engine and two cars were thrown from the 
track and down a bank, the engine one side of the track, the 
cars the other. The engineer was killed, the fireman, bag- 
gageman and two ey ot hurt. 

n the morning of the 18th a freight train on the Marietta 
& Cincinnati road ran over a cow near Summit Switch, O., 
and the oo was thrown from the track, killing the 
engineer ipjuriog the fireman. 

On the morning of the 22d a passenger train on the Denver 
& Rio Grande road ran over a cow near Cajion City, Col., 
and the engine and baggage car were thrown from the 
track, injuring the engineer and fireman. 

On the evening of the 24th a coal train on the Philadel- 
phia & Reading road ran over a cow near Locust Gap, Pa., 
and several cars were thrown from the track. 

On the night of the 24th a freight trainon the Chicago, 
Burlington & 


Quincy road struck a horse op the track near 
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Twenty-seventh street in Chicago, Ill. The engine and five 
cars went into the ditch and were wrecked, killing a 
brakeman. 

DERAILMENTS, MISPLACED SWITCH. 


On the evening of the 8th the engine of a passenger train 
on the Philadelphia & Atlantic City road was thrown from 
the track at Hammonton, N. J., by a misplaced switch. 

On the evening of the 14th the engine and four cars of a 
ae og train on the Buffalo Creek road was tbrown from the 
track in Buffalo, N. Y., by a misplaced switch. 

On the night of the 14th the engine and seven cars of a 
freight train on the Naugatuck road were thrown from the 
track in Ansonia, Conn., by a misplaced switch. The en- 
= upset and was damaged. A brakeman was slightly 

urt. 

On the night of the 16th a freight train on the Lake Shore 
& Michigan Southern road was thrown from the track by a 
misplaced switch at Butler Crossing, Mich., and the engine 
and 12 cars were piled up in a bad wreck. 

On the night of the 16th a passenger train on the St. Paul, 
Minneapolis & Manitoba road was thrown from the track in 
East Minneapolis, Minn., by a misplaced switch. 

On the morning of the 21st the engine and several cars of 
a freight train on the Cincinnati, Indianapolis, St. Louis & 
Caicago road were thrown from the track in Indianapolis, 
Ind., by a misplaced switch. 

On the morning of the 24th a freight train on the Lake 
Shore & Michigan Southern road was thrown from the 
track at Millbury, O., by a misplaced switch. 

On the evening of the 26th a gravel train on the Boston, 
Hoosac Tunnel & Western road was thrown from the track 
at Blackinton, Mass., by a misplaced switch, blocking the 
road two hours. 

On the evening of the 27th a car of a passenger train on 
the Raleigh & Augusta Air Line was thrown from the track 
in Raleigh, N. C., by a misplaced switch. 

On the 28th a freight train on the New York Central & 
Hudson River was thrown from the track in Lockport, 
N. Y., by a misplaced switch. Six cars were wrecked and a 
brakeman hurt. 

On the afternoon of the 29th the engine of an ore train on 
the Chicago & Northwestern road was thrown from the 
track in Negaunee, Mich., by a inisplaced switch. The train 
consisted of 64 loaded cars and was on a down grade, and 
the sudden stop caused the cars to pile up on each other until 
40 cars were badly wrecked, the wreck being piled up on 
the depot platform. Two brakemen were hurt. 


MALICIOUS DERAILMENTS. 


On the night of the 6th a freight train on the New York, 
Lake Erie & Western road was thrown from the track at 
Swaims, N. Y., by a switch which had been purposely mis- 
placed, it is believed, for the purpose of wrecking a passen- 
ger train then nearly due. 

Very early on the morning of the 13th a freight train on 
the New Orleans Division of the Louisville & Nashville road 
was thrown from the track at Grand Bay, Ala., by a block 
of wood which had heen driven in heside a switch rail. A 
discharged hand was arrested on a charge of placing the ob- 
struction. 

On the night of the 20th a coal train on the Lehigh Valley 
road was thrown from the track near Whitehall, Pa., by 
obstructions placed on the track by some persons unknown, 
The engine and a number of cars were wrecked. 

Near midnight on the 30th both engines of a passenger 
train on the Central Pacific road were thrown from the 
track at Cape Horn Mills, Cal., by obstructions placed on 
the track. Several men attempted to rob the train, but 
were frightened off. 


UNEXPLAINED DERAILMENTS. 

On the morning of the Ist a freight train on the Long 
Island road ran off the track at Babylon, N. Y., and two 
cars were wrecked. 

On the morning of the 2d a car of a freight on the Penn- 
sylvania Railroad ran off the track on the elevated road in 
Philade phia, and several cars went off, knocking down a 
corner of a building. 

On the afternoon of the 3d a freight train on the New 
York Central & Hudson River road ran off the track near 
Bergen, N. Y., and 12 cars ran into the ditch. 

Oo the afternoon of the 3d a car of a freight train on 
the Pennsylvania Railroad ran off the track in East Newark, 
N. = knocking down a small house which stood by the 
track. 

On the afternoon of the 4th three cars of a freight train 
on the Chicago, Milwaukee & St. Paul road ran off the track 
at ee Ia., at the northwestern crossing, blocking both 
roads. 

On the afternoon of the 5'h a freight train on the Missouri 
Pacific road ran off the track near Leavenworth, Kan., do- 
ing some damage. 

On the afternoon of the 5th a passenger train on the 
Toledo, Delphos & Burlington road ran off the track near 
Kokomo, Ind., and the engine and baggage car upset and 
were wrecked, injuring three trainmen badly. 

On the evening of the 6tha freight train on the Grand 
Trunk road ran off the track close to a bridge near Bromp- 
ton, Ont., and the engine and severe] cars went over the 
bridge and were wrecked. 

On the morning of the 9tha freight train on the New 
York, Lake Erie & Western road ran off the track in Bing- 
hamton, N. Y., and the engine upset. 

On the 9th a freight train on the Chicago, Burlington & 
Quincy road ran off the track near Mt. Pleasant, Ia., and 
the fireman was fatally burt. 

On the morning of the 13th a car of a freight train on the 
Louisville & Nashville ruad ran off the track near Baker’s 
Hill, Ky., blocking the road an hour. 

On the nigbt of the 14th six cars of a freight train ran off 
the track on a trestle in Nashville, Tenn., on the Louisville 
& Nashville road. 

Early on the morning of the 17th several cars of a freight 
train on the New York, New Haven & Hartford road ran off 
the track in Bridgeport, Conn., blocking the road two hours 

On the morning of the 18th a passenger train on the Texas 
& St. Louis road ran off the track near Waco, Tex., the 
engine upset down a bank and two cars were wrecked. 
Two passengers were killed, another passenger, the engi- 
neer and the fireman hurt. 

On the morning of the 18th a car of a freight train ran 
off the track in Indianapolis, Ind., on the Union tracks. 

On the afternoon of the 18th the engine of a passenger 
train on the Troy & Greenfield road ran off the track at 
Zoar, Mass., blocking the road some time. 

On the evening of the 18th ‘a freight train on the New 
York Central & Hudson River Road ran off the track near 
Grimesville, N. Y., blocking the road two huurs. 

On the morning of the 21st eight cars of a freight train on 
the Jeffersonville, Madison & Indianapolis road ran off the 
track at Whiteland, Ind., and were badly wrecked. 


BOILER EXPLOSION. 

On the evening of the 21st the engine of a passenger train 
on the Chicago, Milwaukee & St. Paul road exploded its 
boiier near Farley, Ia. The engine was wrecked, the en- 
gineer killed, and four others injured. 


OTHER ACCIDENTS. 
On the afternoon of the 19th a passenger train on the New 





Haven & Northampton road broke a wheel under the tender 
near Westfield, Mass., delaying the train an hour. 

On the evening of the 22d the engine of a passenger train 
on the Albany & Susquehanna road broke a parallel rod 
when near New Scotland, N. Y., tearing up one side of the 
engine. 

n the morning of the 30th a parallel rod broke on the en- 

ineof a passenger train on the New York, Lake Erie & 

ab og road near Rochester, N. Y., damaging the engine 
v. 

This is a total of 129 accidents, whereby 31 persons were 
killed and 67 injured. Twenty-one accidents caused the 
death of one or more persons; 19 caused injury, but not 
death, leaving no less than 89, or 69 per cent. of the whole 
number, in which no serious injury is recorded. 

The record shows for the eight months of this year to Aug. 
31 a total of 937 accidents, 241 killed and 977 injured ; a 
monthly average of 117 accidents, 30 killed and 122 injured. 
This monthly average was much greater than in the previ- 
ous year. 


Association of American Railroad Superintendents. 





The second meeting of the Association of American Rail- 
road Superintendents was held at the Windsor Hotel, New 
York, on Wednesday and Thursday, Sept. 21 and 22. 

The following-named gentlemen were present: 

Waterman Stone, Prov., Warren & Bristol. 

L. W. Sandiforth, Danbury & Norwalk. 

C. D. Hammond, Albany & Susquehanna. 

J. F. Devine, Wil. & Weldon and Wil., C. & Augusta. 

C. W. Chapman, Catasauqua & Fogelsville. 

J.H. freakin, Boston & New York Air Line. 

Peyton Randolph, Virgivia Midland. 

J. D. Kline, Richmond & Petersburg. 

R. M. Sully, Petersburg R. R. 

N. M. Osvorne, Norfolk & Western. 

J. W. Fry, Columbia & Greenville. 

E, G. Ghio, Seaboard & Roanoke. 

T. M. R. Talcott, Richmond & Danville. 

G. R. Talcott, Charlotte, Columbia & Augusta. 

J. M. Metheany, Grand Rapids & Indiana. 

P. S. O’Rourke, Grand Rapids & Indiana. 

Sanford Keeler, Flint & Pere Marquette. 

R, S. Walker, Richmond & Allegheny. 

C. L. Kimball, Newburg, Dutchess & Connecticut. 

The meeting was called to order and temporarily organ- 
ized by the election of Peyton Randolph 2s Chairman and 
Waterman Stone as Secretary. 

The records of the last meeting were read and approved. 

The committee appointed at the last meeting presented a 
constitution and by-laws for the consideration of the meet- 
ing. This report was received and the committee dis- 
charged. ye 

The Association then adopted the following constitution 
and by-laws: 


PREAMBLE. 


For mutual improvement, increase of social intercourse 
and more frequent and general interchange of views, we 
hereby form an organization to be known as ‘* The Associa- 
tion of American Railroad Superintendents ;” and establish 
the following constitution for its government : 


CONSTITUTION. 

ARTICLE 1.—Any general superintendent, division super- 
intendent,or assistant superintendent of an American steam 
railroad, or person filling an equivalent position, may be ad- 
mitted a member of this Association by a two-thirds vote 
of the members present at any regular or special meeting. 

ARTICLE 2.—Past superintendents may be elected honorary 
members by a two-thirds vote of the members present at any 
regular meeting, notice of such intended election having 
been given at the previous meeting. 

ARTICLE 3.—Meetings shall be held semi-annually at such 
times and places as may be fixed by the by-laws; and spe- 
cial meetings may be called whenever a majority of the 
ofticers of the Association shall deem them necessary, and in 
such places as they may designate. 

ARTICLE 4.—The officers of the Association shall be a 
President, First, Second and Third Vice-President, Secretary, 
Assistant Secretary and Treasurer; all of whom shall be 
elected by ballot unnually, and each must have a majority 
of all the votes cast. In case of failure to elect, the old offi- 
cers shall hold over until their successors are elected. 

ARTICLE 5.— The President shall preside at all meetings of 
the Association. In the absence of the President, the Vice- 
Presidents, who may be present, shall preside in the order of 
their seniority. In the absence of the President and Vice- 
Presidents, the Secretary, and in his absence the Assistant 
Secretary shall call the meeting to order, and the members 
present shall elect, viva voce, a presiding officer, who shall 
serve until the President or one of the Vice-Presidents shall 
arrive. 

The Secretary shall keepa record of the doings of the 
Association, have charge of all papers, books and docu- 
ments belonging to the same, and shall call all meetings, in 
accordance with the by-laws. In case of the absence or 
death of the Secretary the Assistant Secretary shall perform 
the duties prescribed. 

The Treasurer shall collect all assessments and pay all 
bills against the Association which have been approved by 
the President. 

ARTICLE 6.—There shall be an annual assessment upon each 
member as may be provided for by the by-laws, and the 
first payment shall be due when he is admitted into the 
Association. 

No assessment beyond this shall be made except by a vote 
of two-thirds of the members present at any regularly called 
meeting of the Association. 

ARTICLE 7.—This constitution may be amended by a vote 
of two-thirds of the members present at any regularly 
called meeting of the Association, notice of such intended 
amendment having been given at the previous meeting, and 
also in the call for the meeting at which the amendment is 
to be acted upon. 


BY-LAWS. 


1. Meetings of the Association shall be held on the third 
Wednesday in Apri] aud October, at 10 o’clock a. m. 
. 2. The order of business at all meetings shall be as fol- 
ows : 

a. Records of last meeting to be read. 

b. Honorary or other members proposed. 

c. Communications received since last meeting to be re- 
ported and read, if desired by any member. 

d. Reports from committees. 

e. Unfinished business, 

ft. New subjects in the order they stand in the call for the 
meeting, unless changed by a majority of the members 
present. 

83. Parliamentary rules shall govern all meetings of the 
Association. 

4. The Secretary shall send notice of all meetings to each 
metuber by mail, at least 80 days before the day of the 
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meeting, and shall state in the same the subjects to be acted 
upon, so far as the same may be kuowua to him. 

5. Members who have subjects for consideration, or desire 
accion of the Association, or who may havecommunications 
to make, shall inform the Secr2tary of the same, at least six 
weeks before each regular myer y in order that he may 
draw attention thereto in the call fur the meeting. 

6. Ten me nbcrs shall constitue a quorum. 

7. All meetings shall be called to order within 30 minutes 
of the time appointed. 

8. All reports or propositions upon which action is de.ired 
shall be divided into sections as far as may be, and the sec- 
tions shall be numbered, and all such reports and proposi- 
tions shail be in writing. 

9. No reports presented for action shall be rejected as a 
whole, unless by the unanimous wishes of the Association, 
or unless its several sections shall have been negatived on 
divisions during the discussion. 

10. No person other than a member of the Association 
shall be permitted to address the mestings unless by the un- 
animous consent of the members present. 

11. The annual assessment upon each member shall be $3, 
which shall be payable at the October meeting in each year. 

12. Previous to adjournment the place for the next meet- 
ing of the Association shall be determined by a majority 
vote. 

14. The necessary standing committees shall be appointed 
by the Association at its Ociober meeting. 

_ 14. These by-laws may be amended at any regulur meet- 
ing of the Association by a two-thirds vote of the members 
p esent. 

The officers for the ensumg year were elected as follows: 

Pres‘dent, Peyton Randolph. 

First Vice-President, T. M. Fish. 

Second Vice-President, John Adams. 

Third Vice-President, P. S. O’Rourke. 

Secretary, Waterman Stone. 

Assistant Secretary, D. W. Sanborn. 

Treasurer, E. T. D. Myers. 

Communications were received from Albert Allen, Super- 
intendent Syracuse, Chenango & New York R. R., ana W 
F. Allen, of the Official Guide, which were read and placed 
on file. 

Messrs. C. D. Hammond, E. T. D. Myers and J. E. Coilis 
were appointed a committee to present subjects of discus- 
sion at tae next meeting. 

Wm. H. Stevansun, Eiq., Shore Line Division, New York, 
New Haven & Hartford, was elected a mamber of the As- 
sociation. 

It was voted that the Secretary be authoriz2d to have 500 
copies of the constitution and by-laws printed, and that a 
copy b2 sent to each sap2rintendent in Amsrica. , 

the committee on subjects for discussion reported a list of 
subjects, which were referred to committees, as follows : 

Car Exchange, Messrs. Stone, Sandiforth and Sully. 

Train Rules and Signals, Messrs. Hammond, Myers and 
Childe. 

Uniform of Employés, Messrs. Stevenson, Franklin and 

Cline. 
7 Injuries to Employés, Messrs. Metheany, Fish and G. R. 
slcott. 

‘tae Committee on Subjects was made the Stancing Com- 
mittee for the ensuing year. 

It was voted that the next meeting of the Association be 
held at the National Railway Club Room, No. 46 Bond 
street, New York. 

The Secret wy was requested to thank the proprietors of 
the Windsor Hotel for the cvurtesies and accommodations 
extended to this Association. 

It was thn resolved tht the proceedings of this meeting 
be published in the Railroad Gazette, Railway Age, Rail- 
way Review, Travelers Official Guide, and that other 
pavers devot.1 t> railway interests be requested to copy. 

The meeting then adjourned. 

COMMITTEE ON RULES AND SIGNALS. 


The Com nittee on Riles and Signals request that each 
suveriaten lent senila copy of his rules and regulations and 
tim »-table rules to the Chairmin of the Committee, C. D. 
Ham nond, Suveriatenteat Albany & Sasqueaanna Rail- 
road, Albany, New York. 


The English Commision on Wind Pressure on 
Raiiway Structures. 


One of the results of the Tay Bridge accident was the ap- 
pointment by the Eaglish Board of Trade of a co:;nmission 
of engineers to consider the question of wind pressure on 
railroad structures. The report of this commission has just 
been publ'shed, accompanied by a long appendix and dia- 
grams, showing upon what facts and calculations its con- 
clusions are based. The report itself is as follows: 


To the Kight Honorable the President of the Board of Trade: 

Sir: Ia compliance with the instructions from the Board 
of Trade (a copy of which is given in the appendix) to con- 
sider the question of wind pressure on railway structures, 
and to report to them on the subject, we have made such in- 
qiiries and procured such information on the subject referred 
tu as we d:e.nel necessary, and hive now the honor to re- 
port the conclusions at which we have arrived. _ 

It was necessary in the first instance to ascertain as accu- 
rutely as possible trom the resources which were accessible 
to us what the nighest pressures of the wind in this country 
amourt to. With this object we obtained from those ob- 
servatories and stations where the pressure or velocity of 
the wind is measured the statements which we give ia the 
appendix. In order to exhibit the action of the wind during 
heavy storms, we have also appended lithographed copies 
of wind diagrams taken by means of self-rezistering appa- 
r itus at Bidston, Glasgow and Greenwich. Atsome of the 
stations from which we have obtained returns the wind 
pressures are measured directly by Osler’s_self-registering 
pressure anem meters. at others the velocity orly of the 
wind is measured by Robinson’s rotating anemometers, the 
velocity of ths revolving cups. For some stations the only 
published information is the run in miles of the wind 
during each hour. There can obviously be no more than a 
general accordance between this and the greatest pressure 
expsrienced during the hour. To utilize for our purpose 
observations taken at stations where the velocity only of the 
wind is recorded, the records of the Bidston Obs-rvatory, 
where both elements are recorde1, have been employed as 
furnishing a means of connection between the two. In the 
case of high winds, with which alone we have to deal, it was 
found thit the greatest pressure recorded in an hour was 
tolerably well proportional to the square of the mean 
velocity during tha-bour, ani that the empirical formula 

v2 


—— =P, where V = maximum run in miles of the wind in 
100 

any one hour and P = maximum pressure in pounds on the 
square foot at any tims during the storm to which V refers, 
represented very fairly the greatest pressure as deduced 
from the mean velocity for an hour. We have accordingly 
given in the appendix a table calculated from the above for- 
mula for deducing-maximum pressures from observed veloc- 


‘ities. In additi~n to the tables obtained from English, 





Irish and Scottish stations, which are those only that are 
strictly applicab’e to our inquiry, we give as matter of in- 
formation a summary of strong winds registered at stations 
ou the Coutinent and in India. 

It will be seen on reference to the tables that the wind 
pressures vary greatly at different stations. This, no doubt, 
mainly arises from difference of exposure of the stations to 
the action of the wind in consequence of the geographical 
and local circumstances of their position, but may in some 
cases be partly caused by differences in the instruments 
u-ed for measurement. Thus, at Glasgow the highest 
recorded pressure per square foot is 47 lbs., while at Bids- 
ton, near Liverpool, the indicated pressure on one occasion 
amounted to 90 Ibs., and on another occasion to 80 Ibs. But 
the pressures at Bidston seem very abnormal, being much 
beyond what have been noticed at any of the other stations, 
Tne conformation of the ground on which the Bidston Ob- 
servatory stands in such that the ve ocity of the wind there 
might be greatly intensified. It will be noticed in the litho- 
graphs that the records of exceptionally high pressures indi- 
cate a very brief duration. From inquiries we have made 
we are satisfied that thess records are not referable to in- 
strumental error, depending on the recording instrument 
being carried by its momantun beyond the position of 
equilibrium under the wind pressure acting at the moment, 
but represent a real phenomenon, But whether the excep- 
tionally high velocities to which such pressures are due ex- 
tend over a considerable spac» in a lateral direction, or, on 
the other hand, are extremc¢ly local, is a point on which we 
have not beea able to find experimental evidence. 

The differences of the wind pressures obse: ved at different 
stations led us to consider whether there were any other 
modes of approximately ascertaining the fore2 of the wind 
for our purpose. [here are many buildings, tall chimneys, 
shipbuilding sheds, ete., wuich probably would not with- 
stand pressures so extreme as those we refer to; but in most 
cases the contour of the adjoining ground, and the obstruc- 
tion to wind by adjoining buildings, treesand other sur- 
rounding objects, would render conclusions drawn from | 
suca cas2s uarehable. It occurred, however, to us that 
useful information might ba drawn from another source, 
viz., from railways themselves. It is obvious that on exis'- 
ing railways that have b2en long in use, a seriou: of experi- 
ments, if we may apply such an expression t» them, have 
for many years been carried on, for over them trains have 
been running at all times of the day and nizbt on bigh and 
unsheltered embankments aod along other spsc ’s expose] 
in many cases to very strong winds. Now,a wind pressure 
varying from 30 Ibs. to 40 lo:. per square foot is sufficient 
to overturn the ordinary railway carriages that bave been 
in use during the last 25 or 30 years, and we thouzht it use- 
ful to mquire frm the different railway c»mpanies for 
cases where railway carriages have been overturued by the 
force of tne wind. The only cases of this kind that have 
been brought to our k sowledge are appended to tais report. 

From the information thus acyuired, from the inquiries 
we have mal; and from the consideration we have given to 
the subject, we are of opinion that the following rules will 
suffitiently meet the cases referred to us : 

1, That for railway b-idges and viaducts a maximum wind 
pres:ure of 56 ibs. per square fvotssould be assumed for 
the purpose of calculation. 

2. That where the bridge or viaduct is formed of close 
girders, and the t»psof such girders are as high or higher 
than the top of a train pas<ing over the bcidze. the total 
wind pressure upon such bridge or viaduct should be ascer- 
tained by ayplying the full pressure of 56 Ibs. per square 
foot to the eutire vertical surface of one main girler only 
But if the top of a tr: iu passing over the bridge is higher 
than the tops of the main girders, the total wind pr-ssure 
upon such bridge or viaduct sould be ascertained by ap- 
plying the full pressure of 56 ib:. per square foot to the 
entire ver.ical surface from the bottom of the main girders 
to the top of the train passing over the bridge. 

3. That where the bridge or viaduct is of the lattice form, 
or of open cor-.truction, tue wind pressure upon the outer or 
windward girder sbould be ascertained by applying the full 
pressure of 56 Ibs. per square foot, as if the girder were a 
close girder, from the level of the rails to the top of a train 
passing over such bridge or viaduct, and by applying, in 
addition, the full pressure of 56 lbs. per square foot at the 
ascertained verticai area of surface of tie ironwork of the 
same girder situated below the level of the rails, or above 
the top of a traiu passing over such bridge or viaduct. The 
wind upon the inner or leeward girder or girders 
should be ascerteined by applving a pressure per square 
foot to the ascertained verticil area of surface of the iron- 
work of one girder only situated be!ow the level of the rails 
or above the top of a train passing over said bridge or via- 
duct, according to the fo'l»wing scale, viz : (a) If the sur- 
face area of the open spacas does not exceed two-thirds of 
the whole area included within the outline of the girder, the 
pressure should be taken at 28 lbs. oy square foot ; (b) if 
the surface area of the open spaces lie between two-thirds 
and three-fourths of the whole are. included within the out- 
line of the girder, the pressure should be taken at 42 Ibs. per 
square foot ; (c) if the surface area of the open spaces be 
grexter than three-fourths of the whole area included with- 
in the out!ine of the girder, the pressure should be taken at 
the full pressure of 56 lbs. per square fvot. 

4. Tuat the pressure upon the arches and the piers of 
briiges and viaducts should be ascertained as nearly as 
possible in conformity with the rules above stated. 

5. That in order to insure a pruper margin of safety for 
bridges and viaducts; in respect of the strains caused by win’ 
pressure, they should be made of sufiicient stren; to witb- 
stand a strain of four times the amount due to the pressure 
calculated by the foregoing rules. And that, for cases 
where the tendency of the wind to overturn struciures is 
counteracted by gravity alone, a factor of safety of two 
will be sufficienc. 


With regard to the eighth paragraph of the report of the 
Select Committee on the North British Railway (Tay Bridge 
bill), to which you have drawn our attention, we beg to 
observe that where trains run b2tween girders they will 
generally be —— protected from the wiud, the degree 
of protection afforded by the girders depending on the extent 
to which the girders are open or closed ; where the girders 
are so open as to afford insufficient protection, or where 
trains rum, as in some cases they may do, on the tops of 
girders, we assu'ne that the engineer will provide a sufficient 
parapet, but we are indisp to go further into detail on 
this subject, as it might tend to stereotype modes of con- 
struction, which we think is undesirable. 

In conclusion, we beg to point out that the velocity of 
wind, like that of every other moving body, is more or less 
retarded by friction, and will be affected, therefore, by the 
character of the surfaces over which it has to pass, which 
may be rough. sm oth, or irregular. It wili follow. there- 
fore, that, other thiugs being the same, greater velocities 
will be attained at higher altitudes than at low ones, the 





wini at higher altitudes being further removed f ‘om retard- 
ation by friction. Taough weare of opinion tuat no bridge 
or viaduct is likely to be built in such a situation as to ex- 
pos: it to wind pressures equal to those which have been oc- 
casionally indicated by the disc on the Bidstone Observatory, 
yet, even if that were posable, a bridge or viaduct coa-' 


structed according to the rules we have given would not be 
subjected to straits nearly equal to its theoretical strength. 
On the other hand, there will be many structures of small 
altitude or in shelterei situations which never can b> ex- 
pose 1 to the wind pressure we have assumed, and where the 
application of the rules we have ‘given would require modi- 
fication. Some modification of the rules may also be re- 
quired in the case of suspension or other bridges of very 
large span, but such cases will be of rare occurrence, and 
we recommend that they should be specially considered 
when they arise. 
We have the honor to be, sir, 
Your most obedient servants, 

JOHN HAWKSHAW, 

W. G. ARMSTRONG, 

W. H. Bartow, 

G. G. STOKEs, 

W. YOLLAND. 

We, the undersigned, concur in the above report so far as 
it goes, but we think the following clause should be added, 
viz. : 

The evidence before us does not enable us to judge as to 
the lateral extent of the extremely high pressures occa- 
sionally recorded by anemometers, and we think it desirable 
that experiments should be made to determine this question. 
If the lateral extent of exceptionally heavy gusts should 
prove to be very small, it would become a question whether 
som? relaxation might not be permitted in the requirements 
of this report. W. G. ARMSTRONG. 

G. G. STOKES. 


THE SCRAP HEAP. 





Pittsburgh Excursion Business. 


The Pittsburgh Leader says: ‘A business, that has 
originate within the past few years and has grown to im 
mense proportions, is that of taking picnic parties to sume 
point on the various railroads, at some distance from the 
city, an1 allowing the persons composing’ the parties an 
opportunity to spend a day in the pleasant rural spot in en- 
joyment with their friends. All the railroads centering in 
the city have of late years established grovesof their own, 
which they give to parties getting up a_ picnic 
free of charge, and haul those attending to and 
from the grove at special rates Tais system, 
wh'ch has become very popular, was originated by J 
Morton Hall, prssenger agent of the Allegheny Valley Rail- 
road, who, in 1876, opened the grove at Hulton station, LO 
miles from the city, and offered it free of charge to any re 
liable person or persons, who desired to picnic for a day in 
the country. Since that time all the roads have followed 
the example of the Allegheny Valley, and immense num- 
bers of people have taken advantage of their offers of free 
groves, and have put in a day’s sport in the woods. The 
groves are furnished with platforms for dancing, and with 
every convenience necessary for any style of a picnic, either 
those given by private individuals, societies or Sunday 
schools. Mr Hall stated to a Leader representative yesterd iy 
that since the Hulton grove was opened the Valley road has 
carried 100,000 picknickers there and back, an1 that too 
without an acci lent or injury to one of them. Daring the 
the simmar jast endel ninety picaics were held at Hulton, 
and the grove was occupied ev-ry day that the weather w is 
favorable. Some very large church picnics have been held 
there, notably those of the Smithfield street Germm 
Lutherans, which always take several trains to haul the 
people t»> the grove and back. Mr. Hall was instrumental in 
getting the Orangemen to abandon their yearly parade and 
substitute instead a picnic out of the city. For the last tour 
years the Orangemen have held their picnic at Hulton, and 
on the occasion of the last one 50 car loads of people went 
to the grove, against seven car loads th» first year. 

** As to the excursion business in general, itr Hall states 
that it never was so great on any of the roads as during the 
season just closed. Un the Valley road 1,000 more people 
went to Niagara and Toronto this year than last. During 
list summer an excursion left every two weeks on the Va:- 
ley road for Chautauqua, Niagara and Toronto.” 


Premium for Freedom from Accident. 


A decidedly novel expedient for preventing railway 
accidents has just been devised by a reflective Englishmau, 
whose scheme, however, we regret that we cannot approve. 
He proposes to remit th> passenger duty to every line th it 
gets throuzh the twelve moaths without any preventable 
accidents. There are two slight objections to be urged 
against such ascem3. In the first plaice, the government 
would object to cut ing off a source of revenue, while in the - 
second, the gen2ral public would complain, and not without 
justice, that the railroad companies were being bribed to do 
their bounden duty. In point of fact, it is to the interest of 
every railroad company to have as few accidents as po: sible, 
and juries will always be inclined to deal severely with co:- 
porations which cannot sbow that the best care was taken in 
equipping and conducting their trains. The English comp :- 
nies are behind us in some respects, and are too frequently 
inclined to treat with contempt the recommendations of the 
Board of Trade, as, for instance, in the matter of brak ss. 
We may, however, all of us live to see a system of railroad 
passenger insurance, by virtue of which the company trans- 
porting a passenger will be bound to pay acertain sum in 
case of death, and a certain sum in case of injury. the whole 
settlement being adjusted as quickly and as quietly as a loss 
by fire or by death, ina fire or life insurance company.— New 
York World. 


Locking Railway Car Doors in England. 


The locking of the doors of railway carriages is one of the 
mysteries of railway management. No passenger has ever 
been able to divine why such infinite pains are taken to lock 
himin. The only result of the process is that if there is an 
accident he is a prisoner, with a chance of being killed. If, 
on the contrary, his train arrive safely at his destination, he 
is stilla prisoner, who has to wait till he is liberated, making, 
meanwhile, spasmodic signals to attract some friendly porter 
for the purpose, unless, having grown wise by experience, 
he carries a key himself, and is able triumphantly to emerge. 
Some people imagine that a regulation of the Board of 
Trade obliges this extraordinary precaution. No such 
regulation, however, exists. On the contrary, the 
greatest diversity of practice prevails on the sub- 
ject. One company locks its carriage doors on the main line 
only, another on the branch and main lines both, a third cn 
single lines only, a fourth does not lock its doors at all. 
And the extraordinary thing is, that the companies that 
entirely neglect the custom find no disadvantage whatever 
in doing so. On the contrary, their porters are able to at- 
tend to other matters during the time when they would have 
been locking and unlocking doors. The following are the 
railway companies who do not lock their doors on either side 
of their trains: In Scotland—The Glasgow & Southwest- 
ern, Great Northern of Scotland, Highland and North 
British. In England—Great Eastern, London, Chatham & 
Dover and Northeastern. It is Lard to see why in these 
days of falling divideuds other companies do not follow 
their example,—Pali Mall Gazette, 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


Addresses.— Business letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
Epitor RAILROAD GAZETTE. 


Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS We give in our editorial columns OUR OWN opin- 
tons, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, ~ lies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in valiroad offi- 
cers, organizations and changes of companies, the letting, 
f and completion of contracts for new works or 
tmportant improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
 eprer annual reports, some notice of all of which will 

published 


LOSSES BY THE RAILROAD WAR. 

Notwithstanding the much lower rates on east- 
bound freight this year, the amount of through freight 
eastward over the trunk lines since the railroad war 
broke out has been almost exactly the same this year 
as last—the amount for twelve weeks was not 114 per 
cent. greater this year. Grain was carried last 
year on the basis of 80 cents per 100 Ibs. from Chi- 
cago to New York; this year for perhaps the first 
seven weeks at 15 and the other five at 1214, with 
some shipments of flour at still lower rates than these. 
The amount of reduction on provisions and other 
classes was as great—that is, from 15 to 1714 cents 
per 100 lbs. less than last year’s rates. Taking the 
roads from the Mississippi east, over which through 
rates are made on the Chicago basis, and the indis- 
putable returns of traffic over the trunk lines indicate 
that their aggreyzate net earnings from east-bound 
through traffic have been about $2,000,000 a 
month less this year than last, since the 15-cent 
rate was made. This does not include the live-stock 
traffic, which amounts to about a million of tons a year, 
and which at full (but moderate) rates would yield 
$10,000,000 a year. The regular reduced rate made 
last spring (25 cents a ton, made in consequence of 
cuts), reduces this $5,000,000 a year, and hardly a ton 
more is carried because of the lower rates; and the 
actual rates, by the way, are probably somewhat below 
the 25 cent basis. It should be said, however, 
that last year rates were not maintained 
on live stock, though propably an average of 35 cents 
was obtained, or at the rate of more than $2,000,000 a 
year more than at present. If the rates received in 
1880 had been lower by these amounts.the total earnings 
from the total east-bound traffic (11,500,000 tons, includ- 
ing live stock and shipments to local points on the 
trunk lines) would have been more than $28,000,000 
less than they a@wually were. Add to this 
a loss of 5 $7,800,000, which would, have been 
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he result of applying the current west-boundt 
rates to the west-bound traffic of the year ending with 
July last, and we have a total of $35,800,000 as the 
direct loss caused by the current low through freight 
rates applied to the actual traffic of a past year. How 
important this sum is to the railroads may be judged 
by the fact that in the last year reported the 
entire amount disbursed in dividends by all the 
railroads of the United States was $77,115,411. 


——| We have had now three months of these great 


losses from the east-bound and two months 
of those from the west-bound freight ; they have been 
to a certain extent endurable by reason of the vast 
local traffic, but with the great increase in local traffica 
decrease in local rates would have been possible but for 
the great losses on through freight, and any consider- 
able reduction of local rates will continue to be impos- 
sible so long assuch railroad wars occur. As it is the 
roads whose traffic is chiefly through have gener- 
ally had aserious reduction in their net earnings. 

We would not hold, however, that 
would have had as _ much east- 
bound freight if they had maintained the 
30-cent rate of last year. By reducing it to 15 
and 124g cents they have sucveeded in getting 
only a trifle more than last year, and their low rates 
have undoubtedly diverted some traffic from the lakes 
and a good deal from the canal, the freight this year 
having come to a much larger extent than last year 
from the country west of Lake Michigan, which can 
ship as conveniently by lake as by rail. But with rates 
25 cents a hundred probably shipments would have been 
not much less than they have been (for lake vessels have 
not been too plenty as things were, and have generally 
been fully and profitably employed in spite of the rail- 
road competition); and at 20 cents a hundred scarcely 
a bushel less would have gone by rail. Five cents per 
100 Ibs. on last year’s business would be $11,500,000, 
and 10 cents $17,250,000, and if these rates had been 
necessary, the losses per year would be so much less. 
We do not pretend to say what the effect of a higher 
rate would have been on this year’s traffic, but con- 
fine ourselves to calculating the effect of the 
difference this summer between this year’s and last 
year’s rates when applied to the whole of last year’s 
through freight traffic, which, as we have said, is a 
decrease of about $35,800,000 in the gross receipts from 
it. Besides this we have the losses from the passenger 
war. 

We must remember that there has not been a whole 
year of ‘‘ war rates,” but only three months of them 
on the east-bound and two on the west-bound 
freight, which, assuming them to be average 
months, would give a loss of about $7,300,000. 
And there is not the slightest probability that the war 
will continue for twelve months. No railroad war 
ever has, we believe, lasted so long. The great war 
of 1876 lasted about seven months, though its effects, 
on account of the great number of time contracts, 
were felt much longer. It left the railroads terribly 
exhausted, as local business then, except Centennial 
travel (which profited but few roads), was very light, 
and the harvest of 1876 was wretched, so that 
down to Avgust of 1877 traffic of almost all 
kinds was extraordinarily light. The circumstances 
are as different as possible now. The local freight 
and travel are probably larger than ever before. 
There will not be so much grain to carry east as in the 
two years previous, doubtless, but the other through 
traffic will probably be larger. The farmers have been 
enriched by four successive abundant crops, and are 
not going to be made poor and to greatly limit their 
purchases by one bad one. Those who have a merely 
tolerable crop will receive so much from it on account 
of the high prices that they will often be quite as well off 
as last year. The enormous activity in railroad and other 
construction requires of itself a vast amount of traffic, 
and this construction cannot be checked by bad crops; 
nothing but serious financial disaster will do this. The 
remarkably large profits shown by the vast Pennsyl- 
vania system in July and August, in spite of the rail- 
road war (and this company probably carries one- 
quarter or more of the whole freight affected), 
and shown also by the Erie in July, in- 
dicate that whatever the losses by the 
railroad war, there is not likely to be any positive 
financial embarrassment resulting from it. The Penn- 
sylvania, the Baltimore & Ohio and the New York 
Central will continue to pay dividends at the old raie, 
the Erie stockholders and those of some Western roads 
will have their hopes of dividends still further de- 
ferred, probably, and some Western roads will prob- 
ably pay (as they will certainly earn) less than last 
year. Butthere is not the slightest sign as yet that 
anyone is going to be bankrupted. 

Are, then, things well enough as they are? By no 
means. As long as the present through rates are con- 
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tinued the whole burden of paying interest on the cost 
of the railroads is saddled on the local traffic. It may 
be said that it is paying no more than formerly, and 
so has no right to complain. But the local shippers 
have a right to complain if the through traffic is not 
made to pay some part of the interest on the 
cost of the roads which it uses. If it paid what 
it might be made to pay (which is generally but 
a moderate amount and not infrequently but a very 
small part of what the local traffic must pay on 
the same amount of transportation, the burdens 
on the local traffic might be reduced. The latter has 
no right to complain if it pays more for profit than the 
through freight pays ; usually it must pay more, and 
frequently with perfect justice several times as much. 
But it need not and ought not to pay all the profits of 
the railroad, which in times like these it is made 
to do. 


MICHIGAN CENTRAL 


PROFITS. 


The Michigan Central is the first railroad to show 
the effects of the railroad war on the stockholders’ in- 
terests. For the quarter ending with September the 
directors have resolved that no dividend be made. 
Last year the company made two four per cent. divi- 
dends and had a litile surplus left. It was then re- 
solved to make the dividends quarterly thereafter, and 
the opinion seemed to prevail among investors that 
the stock would thereafter be good for 2 per cent. 
quarterly, and the price went up to 130. For the first 
quarter of this year, however, only 11g per cent. was 
paid, and this could not possibly have been earned in 
that quarter, the bad winter having greatly increased 
expenses as well as reduced earnings. It was perfectly 
proper, however, to make up the dividend from any 
surplus on hand. For the second quarter, during 
nearly the whole of which good rates were had 
on nearly all traffic (not on live stock), 1 per cent. was 
paid, and a statement was issued for the first half of 
the year. This showed that the net earnings has been 
$1,295,000, against $1,700,000 in the first half of 1880, 
and that the surplus over fixed charges (the stockhold- 
ers’ profits) were but $442,000, against $850,000 the 
year before. The 244 per cent. paid in dividends for 
this half-year required $26,455 more than the $442,000. 
As the weather was not particularly unfavorable in the 
second quarter and the expenses (aside from those re- 
quired on account of the traftic and weather of the pre- 
vious quarter) were probably not extraordinarily 
great, while there was good traffic and generally good 
rates, we may believe that the larger part of the profits 
of this half-year were made in the second quarter. 

The resolutions accompanying the decision of the 
directors this week not to make any dividend for the 
third quarter of this year say that the expenses of the 
quarter have been largely increased, while rates have 
been materially reduced, that the net earnings for the 
quarter are ‘‘less than 1 per cent.,” and that there is 
no surplus on hand for dividend purposes. 


The increase of expenses on this road is doubtless 
chiefly due to larger traffic, but also to a considerable 
extent to higher prices. While the total through 
freight of the trunk lines, in spite of the very low 
rates, has been very little larger this year than 
last, the through Chicago shipments have been 
very much larger—61 per cent. more. Now, 
of the through traffic of the Michigan Central an 
overwhelming proportion is Chicago traffic; it 
has no affluentsof importance elsewhere except at 
Joliet. It has carried at least as large a proportion of 
the Chicago traffic this year as last; and so, during the 
quarter, must have had something like 60 per cent. 
more through freight eastward than last year, which 
cannot have been carried without a considerable in- 
crease in expenses. The same is true of the through 
passenger traffic. The chief cuts, and consequently 
the chief increase in travel, have been on Chicago pas- 
sen¢ers; and the Michigan Central is a favorite pas- 
senger route for New York, and still more for Boston 
and New England travel. The great increase in 
through west-bound freight in August and September 
has not, probably, made much difference in the ex- 
penses, as no addition to the trains or cars hauled was 
needed to carry it. 

Not only is most of this company’s business through 
Chicago traffic, but by far the larger part of all its traffic 
is through. In 1880 no less than 54.7 per cent. of its 
passenger-miles even was through, and 70 per cent. of 
its ton-miles. Very few roads in the country have 
anything like so large a proportion of through traffic, 
so that very few lose so large a proportion of their 
earnings and profits by the reduction of through rates 
to less than cost. Even onthe New York Central in 
the last year reported, the through freight (in- 
cluding Buffalo-Albany as well as Buffalo-New York 
shipments) made but 60.4 per cent. of the ton-mileage, 
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No. 3. 

No pply | Release 
NAMES OF ROADS. \wreke.| Brakes Back. 

| Stop. | Start. 

z Alleghen Gos Southern.. o | oo 000 

2 eeccecces ° oo ooo 

sAnsapolis & Elk Ridge. A eo | ° e000 

4 Aceeen, Topen & Santa Fé.. oe e000 

tlantic woescece © ° | oo ooo 
SBiiimce & Obie in Line.. -| Oo | ° 000 
H : . Pittsburg Division.... © | oo coo 

Trans-Ohio Div....., © | oo | ooo 

gBalkimore & Potomac. ne ———| o00 
10) eocccce A ° oo | e0°0 
11 Bedford, » Springville Owensboro &Bloom.| o co | 000 
page © 5 Dulatnsiuveasssd | © co §6| Coo 
13 ton & Albany... o |} oo | ooo 
1 ‘on & Lowell.... ° -1.. ee | ooo 
15 & i ° eo 6*/] 800 
16|Boston & New Y. ° °° | 000 
17|Boston, Barre & Gardner......... ° oo ooo 
18/Boston, Hoosac Tunnel & appa ‘ont oo | ooo 
19|Buffalo, Pittsburg & Western............ } o oo =| 800 
cme “o eoeed Rapids & Northern... -| ° °° | ooo 
ar jon & Atlantic. .........-0+-cce.e. ° oo | ooo 
22 ° oo } 0090 
23 ° oo | 900 
24 oo ° | 900 
25 ° °° 00° 
26\Ce ° 0° 000 
2 ° °° 000 
a8\Central Rallneed RC cn ctacecas ° oo | 00° 
29\Central Railroad of New je ae ° | © | 900 
3°\Central Vermont..................- ° °° 00° 
31\Chesapeake & Ohio................ ° ——/| 000 
32|\Chicago & Alton................... ° co =| 000 
33|Chicago & Grand Trunk........... ° oo 00° 
34\Chicago & North-Western.. oo ° 00° 
33 ve ne & bari mag oe Rebocecee e eo 00° 
3 icago, Bur! meee BE CIUINET.. ccccccce ° oo | 90° 
37\Chicago, M’ St.:Paul—River Div... ° xe) | 90° 
38\Chicago, Milw. & St. Paul—P. D.C. Div.| © oo 000 
39\Chicago, Pekin & South-Western........ ° oo e000 
4°\Chicago, Rock Island & Pacific..... .... ° °° |} 00° 
4 be wang = a yy & Omaha.| 00° ° | 00° 
4?/|Chicago, St uis & New Orleans....... ° ——| 000 
43 Cincinnati, Hamilton & Dayton...... } ° °° |; 90° 
44\Cincinnati, a eo + Chicago... | 2 oo ee “ 
45|Cincinnati, Wa & Michigan........ ; °o ———| 00 
49\Cleveland, Tuscarawas Valley & Wheel. ‘ ° x) 000 
7 —— & ye reg Dauanncneaewe’ |} @ oo | oo . 
4°\Columbus & Hocking _ ee weaaee. oo oo 
49 ee Co ere ;} oO oo oo . 
oo TE ; ©o oo °° 
3° aot ne Western... cc0nes ° oo oo Z 
52/Cumberland Valley.......... ° ——| oo 
53|Danbury & Norwalk.................00- ee) ° o0° 
54|Danville & South-Western... .. segteeuhs ote } oO oo 00° 
38 Delaware & Hudson Canal Company....| © oo 00° 
5 > i < We - & Western...... } = - . -. 

RN UMMM, cccccceesconcecccees | 
58|Denver & Rio Grande ° °° ; 00° 
59|Des Moines & Fort Dodge.............. } 0 oo =6| 90° 
be se wae ee @ Noctherm......022.0. |} 0 oo |} oo : 

ubuque & Dakota...................0. oo ° oe 
62/Dunkirk, pA me se Valley & Pittsburg. | ° oo 6] 00° 

6 | 

et Crests nara cuckescenseca ; o °° |} 00° 
East Line & Red River................. ° oo 00° 
65/East Tennessee, Virginia & Georgia..... ° °° 00° 
65/Fureka & Palisade...............-...... ; °o oo 00° 

67 een & —— Amesicnn. PT RIP ENE | ©o oo °° 

vansville & Terre Haute..............| ° oo oo 

NN ra dncasdenecse | o oo oo0° 

pa — es eS a pieawexes ° oo °° . 

ort Wayne, Muncie & Cincinnati...... ° ed oe 
7?\Foxburg, St Petersburg & Clarion...... =. oo 00° 
73|Freehold & New York.................. } eo ° 00° 
74\Galveston, Harrisburg & San Antonio... ° °° 00° 

% — Houston & Henderson. ..... ° oo ° oo 

| 8 Ea eae. oo ° o0 
% Grand seg & indiana.. < REE ES ° oo oo nd 

NG oe caceinenacacisceccecedces co} oo ey 

PN ee ° eo o00 
8°\Green Bay & Minnesota. . oo ° 00° 
81/ Hannibal & St. Joseph.. ° oo 000 

Havana, Rantoul & Eastern. ° oo | 90° 

= - remomangy SIRE Etat wescccaawnccaie’ ° oo 6} 0° ; 
ouston & Texas Central............... ; © oo 86}| eo 

85/Houston East & West Texas............ ° oo §=6| G00 

. omen é St. anne Pmech aun taciswidcns coh ° oo 6} e 3 

I esa ocd oo ° pated 

88 fea eae) ° | 0oe°o 

89) Indiana, Bloomington & Western........ ° co §=6| C00 
% Indianapolis oe ee eae | ° oo ; ooo 

7 International & Great Northern......... ° eo 86] 000 

 premonr — gy Madison & Indianapolis. . o | oo | e°e°0 

P | | 

oak ansas City, "Fort Scott & Gulf......... f ° oo =6j G°° 

po Kansas City, Lawrence & South. Kansas. ° co 6| Coo 
93 Kansas City, St. Joseph & Coun. Blufis. ° oo | wipaled 
9°\Lake Erie & Western................... ° oo pans 

3 pay a Southern....... ° — a . 2 = 

Se: aera ! 

99/ Lehigh Valley ° oo | o°o° 
10°) Little Rock, Mississippi River & Texas..| © | 0 |; ooo 
x0T/ Long Island ......... Ree taveceatcexas o | 90 | cece 
102/Louisiana Western......... ............| o | eo | 900 
103! Louisville & Nashville.................. ° oo 6] CO°o 
oa Louie, aw Albany & Chicago...... o | ©o | e0°0 

ouisville, New Albany & St. Louis.. o | oo ooo 

WOW Raima: Central..............cccocce.... °o | oo ooo 
a Marietta & Cincinnati............ ..... ° | °° oo°o 
r0"|Marquette, Houghton & Ontonagon..... o | oo oo°o 
ae ee eee o |} oo ooo 
111 Milwaukee, Lake Shore & Western...... ° oo ooo 

Minneapolis & St. Louis........... ° oo ooo 

*1?| Missouri Pacific ° ee) e000 
r14 Mobile & Ohio... - =... ° 0° ooo 
iM orgar:’s Louisiana & Texas ° °° 000 
m ee & St. Louis..... ° oo ooo 

ER Ee ° oe =|, eee 

i aid Nevada MNES 6 cranikcasskane.ess's > | 2s 200 

|Newburg, Dutchess & Connecticut...... e oo o°°0 

19 20 New Haven & Northampton............ ° oo ooo 
Dp 

za1|/New ersey G NOW VOrK.......6.cc0000e ° oF 6| Bae 
call hg | ae SS a ° oo 0°00 
ew York Central & Hudson River..... ° oo 000 
723/New York, Lake Erie & Western........ ° oo ooo 
04 New York, New Haven & Hartford..... ° oo e°0°0 
126, _ York, Ontario & Western.......... ° oo ooo 
“hn A Ang st - , Pennsylvania & Ohio.. ° °° ooo 
Norio: Western...... ° oo ooo 
3h — MINI TORS Rh scsscccensceecese ° oo ooo 
orthern Central... .. oo |---| oce 
139 yorere (NHL). i eee = fo as 
132 Northern Pacific... ° oo ooo 
133 BUOREM PROMO CORRE, oo onc cc ccccccoccces ° oo ooo 
. oe & oa Se Rees eee ° oo ooo 
NMED odisiddcncsas vi esccaecbiieres ° oo ooo 
a Old Colony..........: ° oo 000 
137| \Oregon & California ° oo e000 
136|Paducah & Elizabethtown.............. ° oo ooo 
139) |Painesville & Youngstown.:............ ° oo e000 
140) I toa ck pkcicniseeescace ° Saal eee 
141) ee eve Decatur & Evansville............ ° oo eoo 
142|DEFKIOMEN....- 6... eeeeeee cece eeeeece ° oo | OO 
0 SE ee eee ° ae anteT Oe 
n44 Philadelphia & Atlantic City............ ° oo | 000 
;|Philadelphia & Reading................ ° ©o =| G00 

: 146 Philadelphia nag & New York.. CS) oo ooo 

| Pittsburg ER eak cbcececccsdcce ° oo ooo 
+47! Pittsbu , Cincinnati & St. Louis.. ° — —/| oc00 

148) rg 
149 |Pittsburg, Fort Wayne & Chicago. . bidewas ° 

|Portland & Rochester.................. ° 
+5?! Port Royal & Augusta Ce) 
= |Poughkeepsie, Hartford & Boston... .... ° 

153|Prince Edward Island............... ° 

|Providence & Springfield............ ) 
*54 Providence & Wo rcester ° 
|\Providence & Worcester ................ 
18 eee, eye _— & Occidental,|...... . 
ichmon RNS sb cs sé seee 
157) g|Richmond & Danville............... 

159 Sl Rechenter ae 

60 Rock Island & Mercer County...... 
we) Reae, Watertown & Ogdensburg... 

162/5t. Johnsbury & Lake Champlain. . 

63/St. Joseph & Des Moines............ 
roast uis & Cairo Short Line........ 


165, |St. Louis & San Francisco. 
= 


|St. Louis, Iron Mountain & Southern... 
\St. Louis, Keokuk & North-Western . 

\St. Louis, Salem & Little Rock.......... 
TeQlSt. Paul, “Minneapolis & Manitoba 
x70 Sacramento © PIMOSEVING.... . ...c000.00e 
171/San Francisco & North Pacific 
172 Savannah, Florida & Western. 
173/Scioto Valley ie MESES RSC ES ee Scena dense 
174 Shenandoah \ Valley... 
175 South Carolina...... 
ZG SOUth=Masterm...... ccc cvescccccsccsees 
177 Southern Pacific..................0..005 
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EXPLANATIONS: 


o signifies a short sound; —— long sound; 


sepa 


SUMMARY OF SOUNDS USED FOR WHISTLE SIGNALS} Lone 
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+ affixed signifies a succession of i somniis indicated er: : 


THISTLE SIGNALS. 


No, 18. No. 19. 
Answer to) Bridge or 
lagor | Tunnel 
Signal. | Warning. 


lo, rr. No. 12. No, 13. 


Train has 
Parted. 
















ADDITIONAL SIGNALS. 








fo) Response to bell signal to stop at next station. 
--.(000) Reduce speed. 

..(00 oo) To see if train men are at posts. 

..|(0. 0) Response to bell signal to stop at next station. 




















(o o) Response to bell signal mf to stop at next station. 
(0 o) Response to bell signal to stop at next station. (000) Diminish speed. 
(o o) Response to bell signal to stop at ngxt station. 


hewakeer pet tse eed innaeennaenen sae Seat es eens te NEE Gio Os, eee to stop train. 
jabdnbladdacsSunshkhensses6eleccadl cccccccce|sece eres ccccccccsccccs(—= ——— ——— ——) Drawbridge signal. 
Fe eh en og Rol scone scedl cems<newslsdamainas ockeetBibcncea[c. . Sate MEM NMNEIaaa ens Ratehoacie (—— —— 0) Engineer’s notice to stop train. 
o + SH. liveccsensucesssslecesonesauwebe coccccces SS Naa aes Tee ere |seeeee ES Sa re ee 
o+ Ss be by oe ie pelt leat! Nab ead AEE DCG Ve CES Nees UI: RMON loco cc ckciassacuscd... . AL (0 o) Response to bell signal to stop at next station. 


(0 00) Reduce speed. 
(0 0 o) Engineer's notice to stop train. 


SR Bre" ag ERS BR RRR (OGRNORRRE IERIE | See « seeeeeeeee((0.0) Response to bell signal to stop at next station, (——) Signal for 
pines sdcxbleoseneSeheinesncneseslsasinccenesltacseccecls .cqhapenueetest*eeneesaabesene ease . [drawbridge, 
3 (0 0 0) Stop at next station, 


(o o o) ** Flag station.” 
(0 0 o) Will make flying switch. 


(o o) Stop at next station. 


(oo) Alarm and warning to trainmen to be ready to apply brakes. 


(c oo) Stop at next station. 


(o 0) Response to bell signal to stop at next station, 
(0 00) Stop at next station. 


(00 0) Reduce speed. Also, “* Flag us to next station,’’ and response. 


(o 0) Response to bell signal to stop at next station. 
(oo 00) Call to see if brakemen are in places. 


(—— —— —-) Will take side track. 
(—— 0 o) Stop at next station. 


(oo) For No. rs on Virginia and Tennessee Division. 


ccvccccece|ccocesesecesce|eeeesecesecocoscescces (—— —— —,) Will make flying switch. 


ee te (— 5 sec.) Signal for drawbridge. 
eescecocence] CROC fr Betee TOteeeS ROR Erne PORN Fen ys SOO84 56nd | S000 gn 6 b04]?400se.000+)+ 998A ME RNEee ee eee (—~— 4 sec.) Signal for drawbridge.) 
Oa Ee alestaéedbaaweeaen S0ce0 e6bbsddalreneSd 0060lssebebbhwe]e00605.6606)000000000210000000000|0 cee SORE SObESSOEOS SS 20590000 eeeeeees (0 0) Response to bell signal to stop at next station. 


(o—) Response to telegraph signal. 


[track ; to be answered by (0 0 0). 
(—— —~ — ) For forward train to back, or to call in train from main 
** Irregular prolonged” sounds for cattle and to apply brakes. 


(0 0 0) Show engineer light from rear car. (—— —— —— —— ——) For 
[forward engine or train to stop. 


[engineer to conductor to know if all is right and rear lights in position. 
(0 0) Response to bell signal to stop at next station ; (0000) Signal from 


—— 5 sec. Drawbridge signal. 


(o 0) Response to bell signal to stop at next station. (—— 5 sec.) Signal 
(0 0) Sacente notice to stop train. [for drawbridge. 


indicated by the preceding sign or signs; ‘2 sec.,” “8 sec.,” &c., affixed to —— indicates the duration of the long sound. 
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and the through travel (which, however, may not in- 
clude Buffalo-Albany passengers) but 16.4 per cent. of 
the whole. The Canada Southern, possibly the Great 
Western of Canada, and some of the Ohio roads are 
probably the only ones which have so large a propor- 
tion of their traffic affected by low through rates us 
suffers from them on the Michigan Central. 

The resolutions of the hoard do not inform us what 
the net earnings of the quarter were, only that they 
were less than 1 per cent. ‘Net earnings” here, of 
course, must mean the surpius of net earnings over 
fixed charges. One per cent. on the stock is $187,382 ; 
the average quarterly surplus available for dividends 
in 1880 was $435,800. The earningsof this road from 
through éast-bound freight alone in 1880 were about 
$640,000 per quarter, and the lower rates this year, in 
spite of the 60 per cent. more carried, would reduce'the 
gross receipts of this branch of the traffic to $512,000. 
For two months of the quarter there was such a reduc- 
tion of west-bound rates (on traffic received from the 
trunk lines) as must have taken about 28 per cent. from 
the gross earnings from this branch—whatever they 
were. An average of 6,454 through passengers were 
carried east and 5,491 west per month last year. 
The reduction in the rates between New York and 
Chicago and Boston. and Chicago fortunately 
does not apply to all this traffic; if it 
did the losses on this ftraffic would be very large, this 
company’s proportion of the Chicago-New York rate 
being but about $1.50 now against $6 when full rates 
are collected. But the accumulation of losses from 
these different branches of through traffic makes it easy 
to understand why the surplus for the quarter should 
be reduced from $430,000 last year to less than $187,- 
000 this year, which means a reduction of net earn- 
ings from about $856,000 to something less than $613- 
000 ; for $426,000 per quarter is required to meet the 
fixed charges. Indeed, but for a heavy local traffic it 
would not have been surprising if the surplus over 
fixed charges was not only less than 1 per cent. on the 
stock, but absolutely nothing. But the lowest rates 
did not extend through the whole quarter—lowest on 
east-bound freight for the whole, on west-bound freight 
for two-thirds of it, on west-bound passengers 
from New York to Chicago for five-sixths of it, on 
east-bound passengers from Chicago to New York and 
Boston for less than one-third of it; so we have not 
yet seen the worst that the current through rates can 
do for this road : they need to last a whole quarter to 
exhibit that. Stockholders generally, however, are 
probably willing to dispense with any further evidence 
as to the effect of these rates on their profits. 

The Lake Shore makesits usual 2 per cent. dividend 
for this quarter, but the Lake Shore last year had 
profits equal to 2:82 per cent. dividends quarterly, and 
had an undivided surplus equal to 38.28 per cent. on 
the stock from the profits of that year. It need not 
have earned this 2 per cent. dividend within the 
quarter in order to be able to pay it, and pay it 
properly. Doubtless, however, it had _ con- 
siderable profits then. It has some important and 
quite profitable traffic which the Michigan Central 
does not enjoy, and the numerous large towns on its 
line give it a vast local traffic, which in times like 
these may be very profitable, though the rates on a 
considerable part of its local freight must be affected 
by the low through rates. 








Pacific Railroad Through Traffic. 


The amount of through freight over the Central Pa- 
cific Railroad in 1880 is reported by that company to 
have been 279,219 tons, or an average of 446 tons each 
way daily, which is an increase of no less than 27 per 
cent. over the through freight carried in 1879. The 
leading items of through freight in the two directions 
were as follows, in tons: 

East-bound. 





1879. Inc. or Dec. 
3.282 16,5 














Barley and grain \ 13. Zs 566 

TN. 6S. i parm kaee 7,561 I. 463 

Salmon.... ra} 548 4,791 I. 2,767 

TORK si ci cntbug ia 10.070 I. 1,666 

wal and brandy 5,380 3,900 I 1,480 

dap. vh0inh x05 Obey eee te ee 19,026 D. 3.791 

TOAD, «5 cniniat vo Ficeahovtnas T7771 58,630 I. 19,141 
West-bound. 

——— implements 4,671 D. 643 

en Ler ynwdh and wine ....... .. 9,402 lL. 1,656 

ABE SS AN 1,517 I. 2,002 

Ae RR TR EES 9,921 I. 3,088 

i. vith pekailae sale 2,493 D. 633 

7,203 D. 1,681 

2,244 I. 156 

Meee. mes ae a p 133 

518 L. "S68 

2277 t 600 

758 I. 1,602 

3,255 L.,. 1,223 

4,279 L 184 

188 I. 43,576 

64,931 I. 52,375 


This accounts for most of the east-bound, but for 
asmaller part of the west-bound freight, which lat- 





tér is composed of a much greater variety of articles ; 
the number of pounds carried of 140 different ones is 
given in the report. But out of the total of 279,219 
tons of through freight carried last year, this accounts 
for 185,077 tons. The total eastward shipments were 
99,286 tons, leaving 178,933 tons as west-bound freight 
—a striking contrast to the course of traffic on this 
coast, and due to the fact that the Pacific coast ships 
little but coarse products, which go chiefly by sea, 
while it receives its merchandise, like the rest of the 
country, chiefly from the East aud by rail. 

The largest item in the east-bound freight in 1880 
was barley; the year before it was wool. The barley 
goes chiefly to Western breweries. The percentages of 
the total eastward shipments formed by the leading 
articles in 1880 were: Barley, 20; wool, 15.3; tea, 
11.9; fruit, 8.1; salmon, 7.6; wine and brandy, 5.4. 
California barley is of a very superior quality, and 
there would be a market for millions of bushels of it on 
this coast if the cost of transportation were not so 
great. Cargoes have been shipped around Cape Horn to 
New York, and thence by rail to Milwaukee; but the 
best prospect for a steady demand for it is in the ex- 
treme Western states and territories, which must im- 
port beer if they have no breweries ; and, in many 
cases must bring their barley, if they have breweries, 
either from the East or California. 

The tea shipments are really considerable—for tea— 
but they average only 3714 tons a day—less than four 
car-loads; which will not be much of a bonanza to 
divide with the Northern Pacific, the Atlantic & 
Pacific and the Southern Pacific. It is, too, we believe, 
carried at much less than the average through: rates, 
the competition of the vessels through the Suez Canal 
forcing down the rates on all Asiatic goods. 

The gross earnings of the road from through freight 
in 1880 were $2,633,127, which is but 12°34 per cent. of 
its total earnings. It should be said, ieseacien that the 
through earnings are from less than 900 miles of road, 
while the local earnings were from a mileage averag- 
ing about 2,500, a large partof which now formsa 
part of the new through line through Arizona and 
New Mexico. The through freight earnings were at 
the rate of $9.44 per ton, or 1.15 cents per ton per mile, 
which is anything but a high rate. The local 
freight, which is not so much greater in 
ton mileage than the through (265,747,212 
ton-miles local, against 229,099,120 through), earned 
four times as much money, or $10,612,730, being at the 
rate of very nearly 4 cents per ton per mile (exactly 
3.9935 cents). This is but another evidence of what we 
have often repeated, that the through traffic, and 
especially the through freight, of the Pacific coast is not 
sufficient to justify the building of any more railroads 
to carry it, but that the new lines must depend chiefly 
or almost wholly upon their local traffic—much more 
so of course than the existing line, because it gets the 
whole of it, and no new one will be likely to get as 
much as half of it. The new one lately opened gets 
substantially none of the through freight, we believe, 
and but a small fraction of the through passengers. 
Estimating the cost of passenger and freight trains to 
be the same per mile run (173.7 cents), the average 
expense per ton per mile is 1.63 cents, against an aver- 
age receipt of 1.15 cents on through freight. While 
the expense on through freight is likely to be much 
less than the average expense, yet the margin of profit 
on this through freight must be comparatively small. 

The through passenger traffic we commented upon 
a few weeks ago. It formed in 1880 less than one- 
third (30 per cent.) of the total passenger mileage, and 
earned 2734 per cent. of the total passenger earnings, 
the average fare received per through passenger being 
just about $25, or at the rate of about 2.83 cents per 
mile—equivalent to about $54 per passenger between 
Omaha and San Francisco. 

The whole gross earnings from through freight and 
passengers over the Central Pacific in 1880 were 
$4,249,387, and extended pro rata over the Union 
Pacific they would be something less than $9,500,000, 
or $5,000 per mile. A portion of this through traffic 


i| must be very profitable, but much of the through 


freight must be carried very nearly at cost. The dis- 
tance is so enormous that many articles cannot afford 
to pay even the cost of transportation. The wheat 
exports alone of San Francisco last year were more 
than twelve times as great as the total through ship- 
ments east of the Central Pacific; and the Chicago 
shipments by rail eastward in a single week have been 
four-fifths as great as the year’s through eastward 
shipments of the Pacific Coast, in this year when they 
were largest. 








Diversity in Signals. 


Mr. Hill's article on ‘‘ Uniformity in Signals,” which 


we published two weeks ago, is strongly reinforced by 
the great table issued with this number, showing the 





bell and whistle signals actually in use on no less than 
198 American railroads. This table was compiled by 
Mr. W. F. Allen, C. E., for the Official Railway Guide, 
in the October number of which it appears, and to 
which we are indebted for permission to publish it 
thus early. Mr. Allen aimed to make this table com- 
plete for all the railroads of the country, and his posi- 
tion as editor of the Official Guide gives him great 
facilities for doing this, all the time-tables (which 
usually have the rules attached) coming to his office. 
There are probably a few more roads, whose systems 
may be included in a later issue of the table. 
No comment is needed to show the great di- 
versity of signals; an inspection of the table 
is all-sufficient. And we hardly need add anything to 
what we have said so often before asto the desirability 
of reducing this diversity to uniformity. But as a 
further illustration of the dangers of the diversity 
which not only may be but actually are incurred, we 
may say that the train which recently conveyed Presi- 
dent Garfield from Washington to Long Branch, and 
that which conveyed his remains back to Washington, 
was governed by four different signal systems. One 
engineer ran the train all the way. It was necessary 
for him at different points on his route to bring into 
his mind a new set of signals to govern the running of 
his train, and to banish from it the system on which 
he had just been acting, three different times. When 
we remember that the action following these signals 
ought to be in a manner instinctive, without the 
slightest interval for reflection, and that an error 
in obeying one may be followed by the direst 
consequences, we shall understand the importance of 
having a uniform system. In the case of the Presi- 
dent's train, an engineer of the local road could accom- 
pany the one who ran the train ; but there are cases, 
and numerous ones, where the same engineer has to 
be governed by two sets.of signals every day, as he 
passes with his train from a line owned by one com- 
pany to that owned by another. And.a large propor- 
tion of such cases are in cities and at or near termini, 
where there are frequent trains and complicated 
tracks, and consequently much signaling. 

There is a similar complication in the hand and lan- 
tern signals, which will be discussed in these columns 
soonin anotherarticleby Mr. Hill. The whole subject 
has such pressing practical importance that we hope to 
see*it thoroughly discussed and kept alive until some 
action is taken. The enormous difficulty of getting the 
railroads to unite in any action must not be forgotten, 
but this is a matter which justifies protracted agita- 
tion and the overcoming of all the obstacles that lie 
in the way. 








August Ac “Accidents. 


Our record of train accidents, given elsewhere in full, 
shows for the mcnth of August 129 accidents, whereby 31 
persons were killed and 67 injured. 

Of these accidents, 21 caused the death of one or more 
persons, and 19 caused injury but not death, leaving no less 
than 89, or 69 per cent of the whole number, in which no 
serious injury was recorded. 

As compared with August, 1880, there was an increase of 
17 accidents, but a decrease of 18 in the number killed and 
of 147 in that injured. 

The number of killed and injured was remarkably small 
compared with the number of accidents. By far’ the larger 
part of them were railroad employés. 

These accidents may be classed as to their nature and 
causes as follows: 
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Seven odiiistens were sonnel by adituiee in sending or 
receiving orders, or by failure to obey them; six by trains 
breaking in two; three by misplaced switches; two by fog; 
one each by a broken engine, by carelessness in side-tracking 
cars, and by failure to usé signals properly. Of the very 
large number of collisions about two-thirds are unexplaitied. 

Of the three broken bridges one had been partially burned 
through by an accidental fire and so weakened. Of the other 
two we have no particulars excopt that they were wooden 
bridges, and both were of small size. 

A rough classification of causes of accident shows that 7 
resulted from defects or failures of road; 16 from defect or 
failure of equipment; 6 were caused directly by the ele- 
ments or the weather; 11 by accidental obstructions; 67 by 
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carelessness or defective management; 4 were maliciously 
caused and 18 were unexplained. 
Experience shows that the larger part of the unexplained 


gross and net earnings and expenses in August for nine suc- 
cessive years have been: 





Expenses. Net earni 
derailments are due to defective track. Speaking as nearly wae ve - 
as is possible from the information at our command, it is 1.939.587 281078 
not too much to say that two-thirds of these accidents could . aera ere 
and ought to have been prevented. 1,485,950 1 dore 

A division according to classes of trains and accidents may 1,725, 2 
2.168,873 1,554.482 
be made as follows: 2,365,472 1,444.5 
0 passen a - ; ia aes cpa: ee Ones. aol, Thus the gross earnings this year were larger than in any 
08 pase, and id 8 freight... os a re 14 | previous year, but so were the expenses, and so much larger 
To freight trains........... 0 re _87| that the net earnings were smaller, not only than last year, 
er ee 60 4 129 | but also smaller than in August in 1878 and in 1876, The 
Casualties g ; : : ‘uh 4 
Killed by “455 SR 19 uu 1 gy | $088 earnings in August are larger than in J uly (which ‘is 
Injured by. .............4. | B6 27 4 67 | usually the case), and bave been exceeded in only two 
eee “ “3s > e months of this year, March and May, and only in October of 


The record shows that 72 accilents happened in daylight, 
52 at night, and in five cases the exact time is not given. 

Tas threa summer m)25h; ending with August have been 
noted for the large number of accidents, but have been for- 
tuna‘ely free from any of those wrecks of excursion trains 
which in previous years have caused so much death and suf- 
fering. The fizures for the three months, as compared with 
last year, are as es ory 
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June.. 

July....... 102 se 78 Bt 100 

August..... 129 31 67 112 49 214 
Total.. 304 100 267 246 85 391 


In the month of August we have usually had to record a 
large number of accidents, and for this there are severa 
causes. August is general'y a month of large freight trafic 
aud also of large and exceptional passenger traffic, whe 
many extra and excursion trains are run and any slight de- 
rangement is apt to cuuse trouble. It is also a month whe: 
sudden and severe storms may be looked for, when wash 
outs and similar accidents may be expected, and the road- 
bed is liable to be injured at unexpected points. This yea: 
the conditions have been changed so far as the weather is con- 
cerned. Almost all over the country the month has been on 
of extraordinary drought, and there have been few or ne 
severe storms, except in the far West. The roads have beev 
free from disturbance by the elements in a very unusual 
way. On the other band traffic has been everywhere very 
heavy. The number of trains on most roads has been large 
and many have been worked almost to the full capacity oi 
their equipment. Employés have generally been worked very 
hard and under conditions of atmosphere and temperature 
peculiarly exhausting, so that it is not strange that some oi 
them should have given way under the strain. 

The accidents on the record are very much as we shoulc 
expect to find them under such conditions. Wash-outs 
land slides and similar causes of accident are few, whil 
collisions are very many, being over half the whole numbei 
of accidents—a larger proportion than we can now recall it 
any month of this record. 

The two most prominent causes of collision were the prac 
tice of ruaning sections of freight trains too close togethe: 
for safety, and the breaking of couplings. The latter is < 
very fruitful cause of trouble, and the accidents here giver 
are oniy asmall part of the failures which occur. In a grea’ 
many cases such breaks cause only delay and not accident 
and in many others slight accidents which escape recora 
and are never heard of. 

Misplaced switches appeared last month in large num- 
bers, no less than 14 accidents, three collisions and 11 
derailments having been caused by them. 

Train-wreckers were unusually active; they caused three 
derailments by obstructions on the track and one by a mis- 
placed switch; we have heard als» of several unsuccessfu 
attempts, where accident was prevented by the vigilance o! 
trainmen. 

For the year ending with August the record is as follows : 








last year, and in no other month since October of 1876. 

The smaller net earnings need no explanation. For the 
gross earnings to have been so large there must have been a 
very heavy traffic, since through freight rates in both direc- 
tions were only about one-half as high as last year through- 
out the month, and an important portion of the through 
passenger business was carried ata still greater reduction 
from last year’s rates. 

The amount of earnings on the lines west of Pittsburgh 
ind Erie is not reported, but for the eight months ending 
vith August the surplus of the net earnings of these lines 
over their liabilities is $2,160,087, which is $285,540 more 
shan last year at the sam> time. At the end of July the 
rain was but $146,380 over last year, showing that the 
surplus profits increased $139,160 in August last. against 
idecrease of $138,296 in July, and of $105,277 in June. 
Chis result surprises uz somewhat, as the indications had 
deen that these Western lines suffered more in proportion 
than the Eastern ones from the low throuzh rates, and, 
noreover, a large part of these lines are where an excep- 
iionally heavy wheat crop give them a heavy August 
wraffic last year, and an unusually light crop this year was 

ikely to reduce it materially. As it is, the loss of $109,976 
in the net earnings of these lines east of Pittsburgh and 
Zrie is more than made up by this gain of $139,160 in the 
»rofits of the lines west of those places; so that the total 
»rofits of the Pennsylvania Railroad Com any were a little 
larger this year than last in the month of August. 

For the eight months ending with August the gross and 
1et earnings and the working expenses of all the lines east of 


Pittsburgh and Erie have been for five years: 
Gr Net 

Year. earnings. Expenses. earnings. 
1377 $18,999,848 $12,617,050 $6,382, .98 
BCL yo dusisinése 19 961,272 12.077.660 7,883,612 
Saar 21, 179, 685 13,077,215 8.102,470 
1880. 26,606,07 74 15,654,678 10,951 396 
ee 20, na@w 29, 143,240 17,2 .0,607 11,932,633 


Thus the gross earnings this year, which were 9% per 
‘ent, more than last, were 36 per cent. more than in 1879, 
und 53 per cent. more than in 1877; and the net earnings 
his year, which are 9 par cant. more than last year, are 47 
er cent. more than in 1879 and 87 per cent. more than in 
1877. To the gain of $981,237 in net earnings over last 
year must be added the increase of $235,540 in the profits 
of the lines west of Pittsburgh and Erie, making a total 
sain of $1,286,777 in the profits.of the company, which is 
ibout 13¢ per cent. on the total stock, including tbat issued 
m account of the purchased Philadelphia, Wilmington & 
Baltimore Railroad. 

That this road should be able to make so good a showing 
‘n a month of so severe and extensive a railroad war is evi- 
lence of the great richness of its local traffic. Its losses on 
hrough freight in July and Augustcompared with last year, 
taking all the lines, both east and west of Pittsburgh, we 
should estimate at something more than a million, and tbis 
has all been made up and more than made up by the growth 
of other traffic. 

But, under- the present circumstances—that is, with the 
present through rates—we cannot expect hereafter a growth 





Accidents. Killed. Injurea.| 2 net earnings over the very large ones of last year, but 
124 15 an rather a decrease, as there was on the lines east of Pitts- 
bo be burgh and Erie in August. The course of gross earnings 
29 141 from month to month this year and last has been: 
30 182 1881. 1880 Increase. 
2... 23 en ee, ere $3,189,215  $3,083.551 $105,654 
38 177 Ee ere 3,095,594 2,944,576 151.018 
22 66 TS UR Seer eer rae 3,844,304 3,278,186 566,11 
24 76 MTs cociice sss ‘saqodsass. et 3,760,372 3,488,366 272,006 
31 78 ME cca fosesse vivdecsewedses 3.856,897 3,417.916 438,981 
38 12% ND cn kiese. diveinsesyny devia 3,807,436 3,221,475 580, 
3L ‘ 3,449.644 
soiene:<! |: danas 3,723,355 
394 1,518 3,647,544 
Total, same months, 1879-80. 89 239 954 3,882,714 
= = 1878-79..... 841 196 738 3,574 913 
SUE :4.55.05.<5 Voce'ne vassp adanvd’s 3,547,827 


The averages per day for the month were 4.16 accidents, 
1.00 killed and 2.16 injured. For the year they were 4.00 
accidents, 1.08 killed and 4.16 injured. 

The average casualties per accident were, for the month, 
0.240 killed and 0. 519 injured ; for the year, 0.270 killed 
and 1.039 injured. 

The averages per month for the year were, 122 accidents, 
33 killed and 126 injured, against similar averages of 74 ac- 
cidents, 20 killed and 80 injured in 1879-80, and 70 acci- 
dents, 16 killed and 63 injured in 1878-79. This year’s av- 
erages are very much higher than those of the other corres- 
ponding years. 


August Earnings of the Pennsylvania Railroad. 


Pennsylvania Railroad earnings and expenses have just 
been reported for August and for the first eight months of 
the year. For August there is, compared with last year, on 
all the lines east of Pittsburgh and Erie, an increase of $86,- 
623, or 2.3 per cent,, in gross earnings, an increase of 
$196,599, or 9.1 per cent., in working expenses, and a 
deorease of $109,976, or 7.1 per cent,, in net earnings, The 








Thus the increase in August was smaller than in any other 
month of this year, and little more than a quarter as great 
as the July increase. This was partly because the August 
receipts were extraordinary last year, but the receipts of all 
the later months were also very large, and the fall months 
for four successive years heretofore have had a large traffic 
yat good rates. We do not believe that it will be possible 
now, even with perfect harmony among the railroads, to 
make the through traffic for the rest of the year yield as 
much as in the corresponding months of 1880 and 1879, but 
with the larger local traffic if through rates are restored the 
total earnings may very likely be made to equal or exceled 
those of the corresponding months of last year. 








Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows : 

Mobile & Ohio.—Extended northward to East Cairo, Ky., 
2}¢ miles. Gange, 5 ft. 

Northern Pacific.—Extended from Spokane Falls, Wash. 
-Ter., north by east-to Lake Prescott, 58 miles, 








: better bear a high rate this year. 








Pennsylvania.—This company’s Philadelphia & Long 
Bran h line is extended from Sea Side Park, N, J., north to 


. | Bay Head, 8 miles. 


Richmond & Allegheny.—Track laid from Holeomb’s 
Rock, Va., to Big Island, 7 miles, completing the main line 
of the road. 

Bradford, Eldred & Cuba.—Extended from Ceres, N. Y., 
northeast to Wellsville, 21 miles. Gauge, 3 ft. 

California Southern.—The first track is laid from San 
Diego Bay, Cal., northward 5 miles. 

Chicago, Milwaukee & St. Paul.—The Iowa & Dakota 
Division is extended west to Chamberlain, Dak., 50 miles. 
The Hastings & Dakota Division is extended westward to 
Aberdeen, Dak., 31 miles. The James River Branch is ex- 
tended from Melette, Dak., south to Ashton, 9 miles, and 
from Aberdeen northward to Frederick, 42 miles. 

New Orleans Pacific—Extended from Mansfield, La., 
southeast 66 miles. 

This is a total of 2991¢ miles of new railroad, making 4,774 
miles this year, against 3.607 miles reported at the corres- 
ponding time in 1880, 2,214 milesin 1879, 1,267 miles in 
1878, 1,396 miles in 1877, 1,677 miles in 1876, 804 miles in 
1875, 1,101 miles in 1874, 2,778 miles in 1873 and 4,970 
miles in 1872. 


LAKE RaTES aitiate ‘the week ending with Wednesday 
last fell materially. The week before they had been nearly 
stationary at about 3! cents a bushelfor corn and 4 for 
wheat from Chicago to Buffalo. Now they have declined 
until Tuasday’s quotations were 144 to 2 cents a bushel 
for corn, wheat being not more than a quarter of a cent 
higher, and Wednesday the telegraph reported 1 conta 
bushel as the rate on corn—lower than ever before. 
At these rates shipments are very light, and some 
vessel-owners, it is said, contemplate laying up their vessels 
now rather than wait for the close of navigation. Yet 
very remunerative rates are obtained fur carrying coal 
from Buffalo to Uhicago: they had been for some weeks 
$1.10 a ton and this last week they advanced 5 to 10 cents, 
A ton of coal weighs the same as 40 bushels of corn, and is 
loaded and discharged vy the shipper and consignee, with- 
out expense to the vessel. Witb these high rates on coal (in 
previous years half as much has been considered a good 
rate), the vessel ought to be ab’e to accept very 
low rates for down cargoes. The present grain rates, bow- 
ever, are lower than were ever known before at this season, 
and 14% cents a bushel is as low as the lowest ever made at 
any time. At this time la:t year it was more than twice as 
great (8% to 41¢ cents on corn during the week ending Oct. 
2), but this was lower than it had been and it soon rose to 7 
cents. The cause of the reduction during the past week is 
doubtless reduced shipments. Heretofore for some time the 
receipts of the lake cities have been, considering the 
crops, extraordinarily large. Shipments have not been so 
large, but too Jarge for the railroads to carry; and what 
they were unable to handle the vessels have got at rates 
higher than the rail rates. A comparatively small reduc- 
tion in the shipments, when the railroads continue to carry 
at 124¢ cents per 100 Ibs. or so, leaves tvo little to. supply 
all the vessels with cargoes. 

Canal rates, which for some time had stood at 41, cents a 
bushel for corn and 5 for wheat from Buffalo to New York, 
and last week were larger in amount than for three months 
before, fell Tuesday to 4'¢ and 4, which is not sufficient to 
induce al] the boats to take cargoes. Probably speculation 
in the West has affected tre shipments, and consequently 
the lake and canal rates, as well as other causes. At this 
time last year the canal rates were 5\¢ and 6 cents, and canal 
shipments were very large. ‘Then the through lake and 
canal rate was 104 cents a busbel for corn, against 6 cents. 
now ; but then the through rail rate was 16.8 cents, and 
now it is but 7 to 8.4 cents. 

Ocean rates are also lower and have been generally for a 
week, late quotations having been 2!4d. a bushel for grain 
by steam from New York to Liverpool. A week ago the rate 
was 3d., and a year ago it was 514d. The cost of transpor- 
tation by water from Chicago to Liverpool is now about 11 
cents a bushel for corn (plus the New York transfer). Last 
year at this time it was 2144 cents. Yet the grain can much 
Corn in. Chicago is 69 
cents a bushel now, against 40 cents last year, and No, 2 


. spring wheat is $1.35, cnntnn 92 ce..ts last year. 





THE DECREASE IN TouEpo Grain ‘RECEIPTS is one of the 
most marked features of the Western grain movement this 
year, and especially since spring. Attention is called to it just 
now by the very small receipts of the week ending Sept. 17 
this year, which may very likely be exceptional. In this 
week its receipts were 321,000 bushels, against an average 
of 803,000 in August of this year, and of 1,020,000 in Sep- 
tember of last year. Down to this time (Sept. 17) last year 
Toledo bad received 25,975,000 bushels of grain; this year 
but 18,200,000—a decrease of 8,775,00) bashels, or 821 
per cent., against a decrease in tha azgrezate of the other 
seven ports of 7,000,000 bushels, or 4)¢ par cent. Last 
year from June till December Toledo receipts averaged 
1,090,000 bushels a week, and from June to Sapt. 17 1,150, 
000 bushels; while this year for the latter period they have 
averaged 590,000 bushels, or bui about half as much, 
Taking the aggregate receipts of the eight reportiag North 
western market since June, and comparing thoss of Toledo 
with those of the ge seven for this period, we roa 


Rece'pts— 1880, Inc. or P.c 
Of7 markets...... 66, O87, 644 65,08 3.034 Ine, rein 01 & 
QO: Toledo.......... 6, 503,738 12,€48,576 Dec. 6,14',788 48.6 


Thus, while the rest of the Northwestern markets have 
‘had, iti the aggregate, as much as last year, Toledo has had 
little more than half as much in this period, during which 
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the new wheat has been coming forward. The other seven 
merkets have not all fared alike, it is true, but at none has 
there been so great a change as at Toledo While it lost 
6,000,00.) bushels and 48 per cent., St. had a decrease 
of 1,900,000 (153 per cent.), Cleveland a decrease of nearly 
1,000,000, and Duluth one of” 100; but Chicago an 
increase of 2,200,000 bushels, one of 1,300,000 
(656 per cent.), and Peoria one of ‘700.000. The bad 
crops we would expect to tell most on St. Louis, Toledo, 
Cleveland, Detroit and Peoria receipts, but Peoria gains 
greatly by low rail rates. Detroit receipts are nearly the 
same as last year. Toledo receives chiefly from the 
country which has suffered most from winter-killed wheat 
and drought this year; but we should not expect to see so 
great an effect from this so early in the season; for Toledo’s 
receipts are largely corn, and the new crop will not be 
shipped until next January. But with the prospect of a very 
short new crop the shipments of ol corn would be greatly 
reduced, as the farmers would hold for their own consump- 
tion. The smaller Toledo receipts, however, may be due 
partly to the shipments of a larger proportion of the grain 
to Chicago or St. Louis from the southwestern district which 
supplies it. The Wabash has this year a line into Chicago 
which it did not have last year; but we do not hear that it 
makes large grain deliveries there. 


THE PHILADELPHIA & Reaping Ra aienheke is reported 
te be desired by Mr. Vanderbilt, as an offset to the Dela- 
ware, Lackawanna & Western, which will seon have a road 
of its own to Buffalo. There is reason why the New York 
Central should desire connection with a coal road, in order 
to carry coal shipments to Buffalo, but the importance of 
this traflic would hardly justify the acquisition of a com- 
pany of $150,060,000 of capital, like the Reading—$20,- 
000,000 more than that of the New York Central itself- 
The anthracite traffic is much less important to the New 
York Central than to the Erie or the Pennsylvania. There 
is a great deal of it, but it cannot reach Buffalo by the 
New York Central without taking an indirect route, and 
then the Central does not get a great deal out of it. At 
present it takes the Delaware, Lackawanna & Western coal 
at Syracuse, which is only 150 miles from Buffalo, and 
the distance by this route from Binghamton, where the 
Lackawanva crosses the Erie, is 230 miles, while by the 
Erie it is 208 miles. The Erie can send its grain cars to the 
mines for coal, to be sent westward; this is too far out of the 
way for the Central, which has the coal transferred from coal 
cars to its grain cars at the junction. The relative import- 
ance of the coal traffic on this road and the Erie may be seen 
from che fact that during the year endiag with September, 
1880, when it was largest on the Central, it carried 
1,640,000 tons, while the Erie carried 4,067,0C0 tons, and 
the year before 4,410,000 tons. The Centrul’s earnings from 
this traffic are not reported separately. On the Ene in 
1879-80 they were nearly $3,200,000, and 0.738 cent per 
ton per mile. If the earnings per ton per mile were as great 
on the Central (they were probably less) they could not have 
been more than $1,900,000. Buta very large part of the 
Central’s coal tonnage is to towns on its own line, which 
have a very large aggregate population ; and this will not 
be reduced by the diversion of the Lockawanna’s coal to its 
new road, which does not pass through New York Central 
stations. Nevertheless, the through coal traffic is worth 
something to the Central, and it is likely that it will seek 
and obtain a share of it. 














A SETTLEMENT OF THE RAILROAD Wank is talked of in the 
newspapers, and there is no doubt that on Thursday of last 
week there was a conference of representatives of the trunk 
lines at which there was some discussion of the subject—a 
very encouraging fact, since a settlement can only be 
reached by negotiation, and theretofore there had not been 
the slightest disposition to propose terms of any kind. 

trict secrecy is maintained as to what was broached at 
last week’s meeting, but not as to the success of it. It is re- 
ported that there is no probability of any settlement on 
terms then cousidered; but then there is no reason to sup- 
pose that those terms, whatever they were, may not be mod- 
ified; aud atleast the impression conveyed by those who 
know what was done is not that the case is hopeless; though 
little or no progress seems to have been made on that occa- 
sion. But in a case of this kinda settlement may be made 
at almost any time, asa very few people can conduct the 
negotiations and conduct them secretly, and their decision 
will be acceptable to all of the parties concerned. 








CuicaGo RaIL SHIPMENTS EASTWARD have shown little 
variation for several weeks. The last for which a complete 
report is made is that ending Sept. 17, in which the total 
was 63,855 tons, and it had not varied a thousand tons from 
this for four weeks. For this week ending Sept. 17 the rail 
shipments last year were 83,844 tons, showing an increase 
this year of 30,011 tons, or nearly 89 per cent. From June 
18 to Sept. 17, thirteen weeks, the shipments this year have 
been 806,801 tons this year, against 501,637 in the corres- 
ponding three months of last year—or 61 per cent. 








Observations on English Railroads—The Great Shops 
at Crewe. 

There is no place in England where a person interested in 
the mechanical engineering of railroads will fiad so much to 
observe as at Crewe, where the principal locomotive shops of 
the London & Northwestern Railway are situated. This 
line has a greater traffic and equipfhent than any other in 
Great Britain. The company owns 1,463 miles of road and, 
including lines partly owned, leased and foreign lines, it | purposes, 
works altogether 2,444}; miles. It owns 2,315 locomotives,’ 


5,500“ carriages, vans,” ete, ia eke mnie. 


and 46,305 ‘‘wagons” for merchandise traffic. The shops 
for the maintenance of such an equipment must evidently be 
very extensive; 5,617 men are employed in them. This 
number includes those in the steel works, in alaige stone 
yard and in the works, but not in the carriage or 
wagon departments, which are at Wolverton and Earles- 
town. 

The Locomotive Superintendent or Engineer is Mr. F. W. 
Webb, one of the most eminent men in his profession. He 
is assisted by Mr. T. W. Worsdell, whose name is well known 
in the United States, from the fact that for several years he 
was engaged in the machinery department of the Pennsyl- 
vania Railroad at Altoona. It is therefure possible to study 
English practice at Crewe with an American light shed on 
it through Mr. Worsdell’s experience. Probably it has been 
in part due to this, that some features of American practice 
which differ from English usage have been adopted or tried 
on this line. Among these-are cast-iron driving-wheel cen- 
tres, of which a large number are now in use for “ goods” 
or freight engines. Some time agosteel was also extensively 
introduced for fire-boxes, and it may be a matter of 
surprise to American master mechanics that it was 
found necessary to abandon its use entirely for that 
purpose and to return to copper for both the back tube and 
fire-box plates. It is true that fire-boxes were also made of 
steel on other English lines, but it was more extensively 


used on the London & Northwestern road, and it failed | 


there with more emphasis, 1t may be said, because the steel 
used was made in the works of that company. Most if not 
all of it was Bessemer metal, which is not made into plates 
at all in the United States. It may be added that co far as 
the writer has been able to ascertain the opinions of loco- 
motive superintendents here, they are unanimous in their 
condemnation of steel for fire-boxes. Its use has been 
entirely abandoned for this purpose on every road that has 
been visited. So far as the experienceof those who used it 
could be learned, it seems that it was exactly similar to 
that of American master mechanics ten or twelve years ago. 
Any one who will read over the reports of the Master Me- 
chanics’ Asssociation of that time will fiud that the experience 
of its members in this respect was then identical with that 
of British locomotive superintendents later. Stee) for fire- 
boxes was then condemned by many, and in fact came very 
nearly being entirely abandoned; and had it not been that 
the manufacturers of steel plates recognized the evil,and also 
saw that unless it was remedied it would result in the loss of 
all demand for steel for this purpose, our experience and 
practice would doubtless have been the same as that of our 
English brethren, and we now should be using copper or 
perhaps iron where steel is almost universally employed at 
present. The inanufacturers of steel boiler plates, however 
instead of submitting to the loss of their business, went to 
work to improve their plates, and to make a steel which 
would stand the service for which it was intended. The same 
complaints were made in America at the time referred to that 
are made in England now. Our steel failed then by crack- 
ing in the most mysterious way. Sometimes plates would 
fail while the engine was at work; at oter times hours, and 
even days, after the fire was drawn would crack with a re- 
port as loud as that of a rifle. The fractures, it was noted, 
generally occurred in the sides of the fire-boxes, and were 
always vertical, although they would often radiate from the 
stay-bolt holes. All kinds of remedies were proposed. The 
manufacturers at one time urged that the holes should all be 
drilled and that the plates after flanging and drilling should 
be carefully annealed. In fact at one time it seemed as 
though steel would require to be treated so very tenderly 
that that fact alone would prohibit its use. Corrugated 
plates for fire-boxes were proposed, and on one or two lines 
were much used. After a great deal of experiment and ex- 
perience, though, the manufacturers were able to furnish a 
material which would stand without taking any 
of these precautions, excepting perhaps that of 
annealing the plates after flanging, and now steel fire-boxes 
are almost universally used on American locomotives. Un- 
fortunately, at this distance from the statistics, it is impos- 
sible to give any data concerning the durability of steel, nor 
are the requisite figures at hand to compare the cost of steel 
and copper. Probably no more useful piece of work could be 
done for English railroads than to collect such information, 
and show, if possible, the reasons why steel will stand the 
service in fire-boxes in America and will not in England. 
The fact that, as a general thing, we work our locomotives 
harder than English engines are worked here, and that our 
coal has more injurious impurities in it, all seem to be un- 
favorable conditions. It has been said in England that one 
of the reasons why steel stands in American engines is that 
they are kept fired up more continuously than English engines 
and are thus no: exposed tosuch frequent changes of tempera- 
ture. It would probably not be difficult to show that steel fire- 
boxes do stand in engines which are fired up and cooled off 
daily. The only unfavorable condition for steel under 
which English engines work is that the furnace doors used 
here are usually kept open, which exposes the plates to 
currents of cold air; but this condition often exists in 
American engines, although perhaps not so continuously as 
here. 

The steel works at Crewe already referred to consist of a 
number of Bessemer convertersand Siemens-Martin furnaces 
for the manufacture of plates, rails, ete. The fact that the 
company makes its own steel, and that it can thus 
produce plates of that material cheaper than it can 
either buy or manufacture iron plates, has led to 
the use of the former material for almost all 
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done by shaping steel plates in dies and formers, and some 
very compicated forms are thus worked out by means of 
yarious ingenious devices which are used. Thus the base of 
the chimney, by which it is fastened to the smoke box, in- 
stead of being a heavy casting, is made of a square plate of 
steel with a hole punched in the middie. It is then heated 
and placed under formers, so as to draw out the metal 
around the hole with the form required to attach it to the 
chimney. By this means they are made ver} quickly and 
cheaply, and of course do not weigh a fourth as much a 
they would if made of cast iron. 

The domes of English locomotives are always placed 
about midway between the fire-box and smoke-bex and in. 
stead of being attached directly to the barrel of the boiler, 
as they are with us, usually havea base made of wrought 
iron with a bottom flange shaped to the curve of the 
boiler, so as to be riveted to it. This base is usually from 6 
to 10 in. high, with another flange on top, to which a similar 
flange on the dome is bolted. As the flanges are usually 
ahout 8% in. thick, it will be seen that it is a difficult thing to 
make. In some shops it is made of a heavy piece of angle 
iron bent into a circle, and the ends welded together, the 
sides being drawn down tothe shape of the boiler. At 
Crewe a round steel plate an inch or more thick is taken, 
and a hole is then punched inthe centre. After being heated 
it is bent to the shape of the boiler and a neck is drawn out 
by forcing a die into the hole, and diawing the plate to the 
shape of another die of the requisite size. After this procers, 
and another heat, the upper flange is turned and the job is 
complete. Mud-drumws and other parts are made m a sim- 
ilar way. 

A very interesting process is that of making the outside 
casing or coveiing for the domes of locomotives. Those on 
English locomotives, as most of the readers of the Railroad 
Gazette know, are made very plain, the top being a perfect 
hemisphere, the sides a cylinder and the base or lower edge 
is drawn out or flared in a kind of a trumpet-mouth shape, 
so as to unite by easy curves with the barrel of the bviler. 
These casings are made of two soft steel plates of abuut No. 
14 wire-gauge thickness, It is thus composed of two pieces, 
which are united in a vert:cal plane through the centre of 
the dome. The two halves are first shaped in formers to that 
of one-half of the finished casing. The edges are then ser- 
rated, somewhat like very large teeth of asaw. These are 
then bent alternately on one side and on the other, as the 
teeth of a saw are “set.” The edges are then brovght to- 
gether so that the teeth will interlock with each other, and 
they are then brazed together and the projecting portions of 
the plates are filed off or hammered down so as to be flush 
on the outside. The whole is then painted. 

Steel, about ,4, in. thick, is also used for the covering of 
the lagging of the boiler. 

The lagging is put on ina somewhat novil way. The ma- 
terial used is heavy felt. As has been tound elsewhere, this 
burns, or rather, chars, very rapidly. To avoid this it is 
therefure laid on a kind of frame-work, or, as it is called at 
Crewe, a crinoline, made of angle and light strap iron, 
which leaves an air space of an inch or two between the 
boiler and the felt, tnus effectually proteciing the latter. 
Light boards and the steel casing are then put on tive outside 
of this. 


As stated before, the shells of boilers are all made of steel 
on this line, about 7-16in. thick. The longitudinal seams 
are butt-jointed, with two rows ot rivets, that is, one row on 
each edge of the plate. The circumferential seams are ordi- 
nary lap-joints, single-riveted. Rivet holes and tube holes 
are punched. Great care is taken to locate all the hori- 
zontal seams above tke water line. Before the 
plates are lapped on each other the scale is 
carefully removed under the laps by an application 
of sal ammoniac and water, so as to briog the metal in con- 
tact. The boilers are tested before calking, first with a 
steam pressure of 60 lbs,, and afterward with a hot-water 
pressure of 250 lbs , to see whether there are any defects in 
the riveting. It is then calked under a steam pressure of 
60 Ibs., first with a flat, and then ‘vith a round-nosed tool. The 
steel of which the boilers are made is tested by bending a cold 
test pin double after being plunged hot into cold water, and 
also extending a %-in. hole to 1%-in diameter by driving 
a drift into it. The riveting, eusapting in a few. inacces- 
sible places, is done by a hydraulic machine. This method 
is used iu England almost universally for riveting. 

Mr. Webb has designed a very neat furnace door which 
opens inward so as to form a deflector for admitting ai- to 
the fire. It is operated by a lever on the outside. The 
deflector is made of cast steel to resist the heat. Asa draw- 
ing of it fur the Railroad Gazette has beea promised, fur- 
ther des -riptiona is here omitted. 


The galvanizing of steel plates, and many otber iron parts 
exposed to corrosion, is very much used at Crewe. Parts of 
tanks, etc., which corrode rapidly are all galvanized, and 
the process is also employed for the iron used for operatiug 
signals out of doors. This is all done in the works at Crewe. 

In making the seams of tanks a thick piece of paper, re- 
sembling cartridge paper, is placed between the plates, and 
is riveted up between them. This, it is said, makes a better 
joint than can be formed by the usual method. 

The crown-sheets of the boiler are stayed with bars and 
sling stays, connected with the outside shell of the boiler. 
The mud-ring, or ‘“ foundation-ring,” as it is called here, is 
made deep enough at the corners to take two rows of 1ivets. 
This is done to strengthen the plates in the corners, which 
are such fruitful sources of corrcsion and trouble. 

In making and fitting ash-pans, Mr. Worsdell says, much 
more trouble is taken at Crewe than in America. They are 
made of 5-16 steel, strongly braced, and with a damper in 
front. The latter is fitted to the pan, and the pan to the 
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fire-box so as to make them as nearly as possible air-tight. 
The object of this is to be able to regulate with some accu- 
racy the admission of air below and above the fire, on which 
the authorities at Crewe think much of the success in con- 
suming smoke depends, 

In connection with the steel works Mr. Webb is also using 
the process of steel casting very extensively. The castings 
are made of Siemens-Martin steel just as ordinary castings 
are, the only difference being that the molds are lined with 
a more refractory material (composed chiefly of clay and 
plumbago) than is used for ordinary iron castings. 

In the steel works and in the blacksmith shopa great vari- 
ety of methods is employed for forging both under dies and 
by stamping or rather punching out of a solid piece the form 
of the article required. It would be difficult to explain how 
this is done, without going into much more detail than is 
now possible. The dies used consist usually of a pair of cast- 
iron blocks, one of which is attached to the bead of a steam- 
hammer, and the other toits anvil. The form of the article is 
cast or cut in this casting, so as to form, as it were, a mold 
of it, as though it was to be cast, one-half the mold being in 
the top die and the otber half below. A piece of iron approx- 
imating the form of the article to be formed is heated and 
laid between these dies, anda single blow of the hammer 
usually completes it. Complicated forms often require sev- 
eral processes, and means of upsetting and squeezing into 
different shapes must he adopted, which must, of course, 
vary with the shape and size of tbe article to be made. 

The reverse process is also often used in forging; that is, 
instead of the object being pressed into the shape required 
the superfluous material is punched or cut away, thus leaving 
the form required. This is done under steam hammers, espe- 
cially for steel forgings. 

At Crewe may also be seen a method of applying heat, and 
another for applying power, which as yet are unknown or 
very little used in American shops, These are, first, the 
gas furnace, and second, hydraulic power. The first is used 
in heating plates, etc., for flanging, shaping, etc. All the 
springs are made in gas furnaces, for which it is admirably 
suited. Another very convenient application of it is in 
brazing on the ends of brass tubes, It is simply a small fire- 
brick receptacle for the tube, so as to confine the heat im- 
parted to it with a vertical Bunsen-burner, which throws a 
very highly heated flame, produced by the combustion of a 
mixture of gas and air, downward upon the tube. A boy 
turns the tube slowly in its fire-brick bed, and adds the 
requisite brazing materials, and the work is done. 

The other agent of applying power is now used for such a 
diversity of purposes in England that an American is at first 
surprised to find how far we are behind our English brethren 
in this respect. There are, of course, some reasons for this, 
the principal one being that, until recently, the work which 
could be done in this way was not sufficiently concentrated 
to justify the requiredexpenditure. This condition of things 
has changed and will continue to change, so that these 
appliances could now, in many cases, be used with very 
great advantage. Reference has already been made in a 
previous letter to the use of hydraulic cranes, capstans, etc., 
in shops and stations. In the Crewe shops the riveting ma- 
chines, spring testers and presses of various kinds are 
operated by hydraulic power. In fact, wherever much 
slowly-acting power is required, there hydraulic pressure 
may be employed, and the variety of uses to which it may 
be applied is very much greater than any one would at first 
suppose. 

The predominating type of locomotives used on the London 
& Northwestern line is one with inside cylinders and without 
trucks or bogies. About sixty engines, each with a single 
pair of driving-wheels and outside cylinders, are in use, but 
it is doubtful whether any more of that kind will be built. 
One of these, with driving-wheels 8 ft. 6 in. in diameter, 

. with the barrel of the boiler below the driving-axle, was 
built some years ago by a former Locomotive Superinten- 
dent. The boiler has been altered and placed above the 
axle, but the engine is still running with the same wheels 
and cylinders. The latter are 17}¢ x 24 in. The other 
engines of this class have 7 ft. 6 in. wheels. 

The passenger engine now most approved is one with four 
coupled wheels and a pair of leading wheeis in front having 
arigid axle. The frames are of the usual English plate 
type. The steam-chests are on the sides of the cylinders, 
the valve faces being of course vertical. The two cylinders 
and the steam-chest (one of the latter answering for both 
valves) are cast in one piece; special machines are used for 
planivg the valve-seats and trimming out the ports. The 
space between the valve-seats is about 51¢ in. Although it 
is said that with the special machines for that purpose, the 
work can be done nearly as quickly as it could if the seats 
were open, yet the operation looks very much like working 
in the dark. The freight or ‘‘ goods” engines, as on all! 


English roads, have six wheels coupled, with 
the same kind of cylinders as the passenger 
engines, and, of course, the attending crank 


shaft. The London & Northwestern Railway is, so far as 
the writer’s observation has gone, the only line in England 
or Scotland that is using cast-iron driving-wheel centres. 
These are used, however, only on freight engines. Those for 
passenger engines, as is universally the case over the whole 
of Great Britain, are wrought iron. The use of solid-end 
coupling-rods with a circular bushing pressed in is almost 
equally common. It isa very rare thing to see a stub-end 
on a coupling-rod, especially on four-coupled engines. Iron 
cabs and six-wheeled tenders are also the almost universal 
rule. 

Mr, Webb is now putting on the screw-reversing gear, 
and is also placing the injectors below the foot-board, and 

taching the check-valves tothe back end of the boiler, 


with a pipe in the inside of the latter, extending to near the 
frontend. The arrangement is very neat, and is deserving 
of general adoption. 

Many things which were observed at Crewe must, how- 
ever, be left unnoted, as space and time are both limited, 
The signal department is especially interesting. It may be 
said, though, that this branch of railroad art and science 
has been developed in Europe to an extent of which most 
American railroad officers are extremely ignorant. It is 
not alone that English engineers are using devices in signal 
ing which are little known in the United States, but they 
have evolved a system of laws and principles which must 
govern all signaling in order to be safe, and which are not 
merely arbitrary rules, which may or may not be observed, 
but are of the same immutable nature as the one deduced 
from experiments on metals, which teaches us not to 
subject them to strains greater than their so-called limit of 
elasticity. The system of laws referred to, and the means 
used to apply them to practice, has been evolved in England 
after many years of experience,doubtless great sacrifice of life, 
much profound study, the exercise of the rarest ingenuity 
and the expenditure of millions of dollars.of money. All, or 
very nearly all, the railroads of Great Britain are operated 
by signals constructed in conformity to the laws referred to- 
Everything that money, ingenuity, legislation and ex- 
perience could do to perfect this system has been done ; and 
although it would be folly to pronounce it perfect, yet what 
seems equally or more foolish is for men who are in almost 
total ignorance of what has been done here, to attempt to 
devise improved methods of signaling for American rail- 
roads, A visit tothe signal department of the London & 
Northwestern Railway does not therefore foster the natural 
vanity of an American student of railroad appliances, and 
when he recalls the bumptious attempts at improvements in 
this direction, so often made by railroad men at home, and 
the dismal and almost hopeless condition of ignorance of 
this subject that many, or it might be said most of them, 
are still in, it does not stimulate him to much national exul- 
tation. 

But further discussion of the subject must be postponed. 
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Meetings. 
Meetings will be held as follows: 
Buffalo, New York & Philadelphia, annual meeting, in 
Buffalo, N. Y., Oct. 5, at 10.30 a. m. 
New York, Pennsylvania & Ohio, annual meeting, at 
the office in Cleveland, O., Oct. 28, at 11 a. m. 


Railroad Conventions. 

The Order of Railway Conductors will hold its fourteenth 
annual convention in Buffalo, N. Y., Oct. 4. 

The Southwestern Railway Association will hold a called 
meeting in Chicago, Oct. 5, to receive the report of the Com- 
mittee to adjust existing differences. 

The Railroad Commissioners’ Convention has been called 
to hold the fourth annual meeting in Atlanta, Ga., Oct. 11 
Reg General Time Convention will meet in New York, 

ct. 13, 

The Southern Railway Time Convention will meet in New 
York, Oct. 14. 

The Brotherhood of Locomotive Engineers will hold its 
annual convention in Baltimore, Oct. 19. 


Dividends. 

Dividends have been declared as follows: 

Chicago, Rock Island & Pacific, 134 per cent., quarterly, 
payable Nov. 1. Transfer books close Sept. 30. 

Chicago, St. Paul, Minneapolis & Omaha, 124 per cent., 
quarterly, on the preferred stock, payable Oct. 20. Transfer 
books close Sept. 30. 

Lake Shore & Michigan Southern, 2 per cent., quarterly, 
payable Nov. 1. Transfer books close Oct. 1. 

St. Paul & Duluth, 10 per cent. on the preferred stock, 
payable in preferred stock or scrip, Nov. 14. ‘Transfer 
books close Oct. 8. 

Foreclosure Sales. 

The Manchester & Keene road will be offered at public 
sale in Keene, N. H., Oct. 26, by the trustees, in accordance 
with the terms of the mortgages of Sept. 19, 1876, and May 
21, 1879. The road extends from Greenfield, WN. H., to 
Keene, 30 miles, and has been the subject of some litigation. 
It was finished in 1878, but was not operated for two years. 
Lately it has been worked by the Connecticut River com- 
pany under a temporary contract with the trustees. Its re- 
eet liabilities are $500,000 bonds and $800,000 floating 

ebt. 
National Association, General 
Ticket Agents. 

The regular semi-annual meeting was held in the Southern 
Hotel, St. Louis, Sept. 20, with a fair attendance. Presi- 
dent W. B. Shattuc called the meeting to order at 10 o’clock. 

Secretary A. J. Smith presented the minutes of the last 
meeting; also a number of communications, which were ap- 
propriately referred. 

A delegation of the National Association of Commercial 
Travelers waited on the Association and requested permis- 
sion to address the Association on the matter of special rates 
for commercial travelers and their baggage. The Associa- 
tion decided not to listen to them, but invited them to put 
their request in writing and present it at the meeting on the 
second day. 

The Committee on Extra Baggage presented a report, 
which was laid over to the next day. 

On motion a committee was ordered to report appropriate 
resolutions on the death of the President of the United States. 
The Chair appointed Messrs. Charlton, Carpenter. Waldo, 
Atmore, Davidson, Abbott, Wood, Cone, Lord and Taylor, 
who reported as follows : 

‘* Resolved, In view of the calamity which has fallen upon 
our country in the death of its Chief Magistrate, and the 
affliction brought upon his widow and children, we desire, in 
common with all the people of the United States and those 
of all nations throughout the world, to humbly and reve- 
rently express our great sorrow for this mournful event in 
the history of the nation, and our heartfelt sympatiy and 
condolence for the family of the deceased nt. 

¥ respect, the Association 

” 


Passenger and 


ved, That, as a tribute of 
now adjourn till 10 a. m. to-morrow. 








The Association arose to its feet, and listened with bowed 
heads to the reading of -the resolutions, which were unani- 
ae ee and the convention thereupon adjourned. 

On the opening of the proceedings on the second day Mr. 
Atmore read a legal opinion in to certain complica- 
tions arising from the sale of thro tickets over severa[ 
lines by an agent of a single road. seems that the courts 
have held that a ticket agent in selling a through ticket can 
waive the regulations of the connecting roads concerning 
stop-over privileges. 

he Committee on Coupon Tickets reported in favor of 
having them only sold to and at representative points of 
importance, and in favor of adopting a uniform tint and 
form for all coupon tickets. After some discussion the Asso- 
ciation adopted the report so far as it related to Creek ae 
the number of places to which coupon tickets should be sold, 
and local committees are to be appointed for certain dis- 
tricts to select such places. The consideration of the balance 
of the report relating to uniform tint and form was post- 
poned to the next meeting, the Secretary meantime to pro- 
vide all members with a speciasen of the ticket recom- 
mended. 

The communication of the Commercial Travelers’ Associ- 
ation was referred to a select committee of five, who were to 
confer with the representatives of the Commercial Travelers’ 
Association. The committee reported that they were unable 
to obtain the interview requested, and the subject was not 
considered again. 

The Committee on Extra Baggage recommended that 150 
pounds of personal baggage constitute the limit on every 
first-class ticket, and 75 pounds on each half ticket; that 
over and above those weights the extra charge should be at 
the rate of 15 per cent. on first-class unlimited rate per 100 
a aud that this rate should apply only to shipments of 
ess than 1,000 pounds and to puticinets of less than 300 
a. with all — in excess at the rate of 25 per cent, 

he report was adopted. 

On motion it was determined to change the time of hold- 
ing the fall meetings'from September to November, the latter 
being considered a more convenient month in which to meet, 
The spring session will remain at its former date. The next 
assembling of the Association will therefore be held at the 
—. otel, in New York City, the second Tuesday in 

arch. 

After passing the usual resolutions of thanks, the Associa- 
tion adjourned. 

In the afternoon the members visited Tower Grove, Forest 
Park and other points of interest in carriages. The next 
morning a number started on an excursion to Denver. 








ELECTIONS AND APPOINTMENTS. 


California Central, Utah Division.—The directors of this 
new company are: Wm. 8. Godbe, John Sharp, Salt Lake, 
Utah; Lyman Bridges, Austin, Nev.; J. H. Kingshead, Car- 
son City, Nev.; P. W. Johnson, Nevada, Cal; W. L. 
French, R. P. Layton, A. H. Washburn, San Francisco; W. 
W. Walker, New York. 


Chicago & Alton.—The office of Mr. A. M. Richards, 
Division Superintendent, heretofore at Chicago, is removed 
to Bloomington, Ill, where all communications for him 
should be addressed. 


Chicago, St. Paul, Minneapolis & Omaha..—The follow- 
ing circular from President. H. H. Porter is dated Sept. 22: 

‘The management of the properties of this company, 
formerly known as the West Wisconsin and North Wiscon- 
sin land grants, will be consolidated Oct. 1, proximo, and 
thereafter be under the immediate direction of Wm. H 
Phipps, Land Commissioner. 

‘ts Mr. Chas. W. Porter, retiring from the position of Land 
Commissioner of the first-named grant, in addition to his 
duties as Secretary of the company, will have full charge 
of matters relating to right of way of completed lines, and 
those under construction. 

“The offices of Secretary and Land Commissioner will be 
at Hudson, Wisconsin.” 


Chicago, St. Paul & Omaha.—The directors of this new 
company have elected George 8. Bowen President: Pindar 
F. Ward, Secretary; Holmes Miller, Treasurer. The com- 
pany’s office is No. 5 Ogden Building, Chicago. 


Columbus, Hocking Valley & Toledo.—The following 
appointments (chiefly reappointments) are announced for 
tbis consolidated road: Orlaud Smith, General Manager; 
George R. Carr, General Superintendent; T. J. Janney, 
Auditor; W. A. Mills, General Freight Agent; W. i 
Harrison, General Passenger and Ticket Agent; D. H. 
Gard, Superintendent of a M. T. Seymour, Su- 

rintendent Toledo Division (Toledo to Columbus); W. H. 
Pott, Superintendent Hocking Valley Division (Columbus to 
Athens and branches); C. D. Norris, Superintendeat Ohio 
River Division (Logan to Pomeroy); F. B. Sheldon, Engi- 
neer Toledo Division; W. H. Jennings, Engineer Hockin 
Valley Division; F. B. Sheldon, Engineer Ohio River 
Division. : 

Connotton Valley.—Mr. Francis Bartlett, of Boston, has 
been chosen President, in place of Wm. J. Rotch, resigned. 


Evansville, Seymour & Bellefontaine.—At a meeting held 
in Evansville Sept. 21 the following directors were chosen: 
A. W. Carpenter, Robert Pattison, Evansville, Ind.; C. B. 
Cole, E. C. Devore, Seymour, Ind.; W.H. Dye, Troy, Ind.; 
George B. Eastin, Louisville, Ky.; J. N. McBeth, Chicago; 
C. W. Kohlsaat, New York. The board elected Robert Pat- 
tison Prasident; C. W. Kohlsaat, Vice-President and Treas- 
urer; A. W. Carpenter, Secretary. 

company has 
as F iley, 


Greenwood, Laurens & Spartanburg.—This 
been organized with the following directors: 
Abbeville, S. C.; F. G. Fuller, Wm. Mills, W. A. Shand, 
R. P. Todd, Laurens, 8. C.; John W. Carlisle, G. Cannon, 
George R. Deen, James Walker, Spartanburg, S. C.; E. Ver- 
dery, Augusta, Va. The board elected E. Verdery Presi- 
dent. 


lWinots Central.—Mr. Patrick Kiug has been oars 
Road Supervisor of the North Division between Amboy and 
Dubuque, in place of Edward Courtney, who has gone to the 
Missouri, Kansas & Texas. Mr. King has been a section- 
master on the road for 20 years. 


Indianapolis, Peru & Chicago.—At the annual meetingin 
Indianapolis —_ the following directors were chosen: 
A. W. Hendricks, V. T. Malott, Indianapolis, Ind.; C. B. 
Stuart, LaFayette, Ind.; A. L. Hopkins, Solon Humphreys, 
New York. e board elected Solon Humphreys President: 
V. T. Malott, Vice-President; W. T. Cannon, Secretary. 
The road is now worked by the Wabash, St. Louis & Pacific. 


International & Great Northern.—Mr. J. W. Goodwin 
is appointed Superinténdent of the Gulf Division, in place 
of R. B. Pegram, Jr., who has gone to the Memphis and 
Charleston. Mr. M, J. Burns is appointed Train- of 


the division, in place of E. Moore, resigned. 
Joliet & Indiana.—The directors of this new company 
.; Clarence T. Barker, Wm. N. 
Sargent, Chicago. 


are: J. F. Wi 
A. 


? 


Joliet, Tl 
’aige, C. E. 
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Kansas City, Springfleld & Memphis.—The directors of 


this new company are: Charles W. Ft. Kan.; | Mr. Ki 


J. Brumbach, J. H. Emmert, Watson J. Ferry, J.8. Ford, 
George H, Nettleton, Wallace Pratt, L. W. Towne, Kansas 
City, Mo.; Sidney Bartlett, John A. Burnham, H. H. Hun- 
newell, Charles Merriam, Nathaniel Thayer, Jr., Boston, 
The organization is controlled by the Kansas City, Ft. Scott 
& Gulf Company. 


Laporte & Illinois.—This company has been organized at 
Laporte, Ind., with the following directors: A. C. Badger, 
Clarence Barber, Wm. N. Campbell, Alonzo W. Page, F. D. 
Raymond, Charles E. Sargent, John F. Wilson. 


Massawippi.—This company has elected Robert N. Hall 
President ; Stephen Foster, Vice-President; W. 8. Foster, 
Secretary and Treasurer. The road is leased to the Con- 
necticut & Passumpsic Rivers Company. 


Missouri Pacific.—The jurisdiction of Mr. F. Chandler, 
General Passenger and Ticket Agent, is extended over all 
the leased and controlled lines, including the Missouri, Kan- 
sas & Texas, the St. Louis, Iron Mountain & Southern, the 
Texas & Pacific aud the International & Great Northern. 
Mr. O. W. Ruggles, late of the Iron Mountain road, is 
appointed Assistant General Passenger and Ticket Agent. 


New York, Pennsylvania & Ohio.—The following circular 
from General Superintendent P. D. Cooper is dated Cleve- 
land, O., Sept. 22: ‘Mr. T. A. Phillips having resigned to 
accept the position of General Manager of another road, 
Mr. J. W. Alsop, is a appointed Superintendent of the 
Western Division, with office at Galion, O. Appointment to 
go into effect Saturday, Sept. 24; 1881.” 


New York, West Shore & Buffalo.—Mr. Howard Fry has 
been appointed Superintendent of Motive Power. Mr. Fry 
received his early training in England, and came to this 
country in the service of the Grand Trunk road. He left 
that road in 1873, to become Superintendent of Motive 
Power of the Erie. After laboring there under many diffi- 
culties for some time, he went to the Pennsylvania Railroad 
about seven years ago, as Superintendent of Motive Power 
of the Philadelphia & Erie Division, which office he now 
holds. Mr. Fry is known as a master mechanic of unusual 
ability and a careful student of his profession. 


Potomac, Fredericksburg & Piedmont.—Mr. W. M. 
Grafton has been appointed Assistant Superintendent, to 
succeeded Charles Kennedy, late Superintendent of this 
road. Officeat Fredericksburg, Va. 


Quebec, Montreal, Ottawa & Occidental.—Mr. C, A. Scott, 
Assistant Superintendent, who has been very successful in 
his management on this road, is to be relieved from the 
immediate charge of the runniog of trains, in order that he 
may give more time to the other duties of his office. 


Railway Mail Service Association.—At the annual con- 
vention in Atlanta, Ga., last week, the following officers 
were chosen: President, A. J. Miller, Dunkirk, N. Y.; Vice- 
President, M. A. Buttricks, New Haven, Conn.; Peter P. 
Waring, Sparkill, N. J.; WwW. B. Atkinson, Washington; 
Wallace Rhodes, Atlanta, Ga.; J. W. Shawhan, Columbus, 
O.; W. P. Campbell, Chicago; W. J. Masterson, St. Louis; 
B. B, Tuttle, Portland, Or.; Alexander Grant, Monroe, 
Mich.; board of directors, R. Camp, E. C. Finch, J. 
Frank, P. H. Garrity, D. W. Gore, 8. D. Harvey, Norman 
Perkins, N. 8. Pierce, John Towange; Secretary, J. V. 
Henry; Treasurer, D. R. V. Hartilan. 


St. Louis, Iron Mount.tin & Southern.--Mr. Henry Mc- 
Laughlin has been appointed Engineer and Superintendent 
of Construction. e was recently on the Texas and Pacific. 


Topeka & Rich Hill.—The directors of this new company 
have elected officers as.follows: President, E. H. Brown, 
Girard, Kan.; Vice-President, Alfred Ennis, Topeka, Kan. ; 
Secretary, 8. H. Allen, Pleasanton, Kan.; Treasurer, H. H. 
Williams, Topeka, Kansas. 


Virginia Mining, Manufacturing & Transportation Co.— 
This company was organized at Winchester, Va., by the 
election of the following directors: T. M. Almond, P. B. 
Borst, William R. Denny, B. F. Grayson, B. K. Jamison, P. 
B. Noland, B. C. Rust. The board elected P. B. Borst Presi- 
dent; B. F. Grayson, Secretary; B. K. Jamison, Treas- 
urer. 


Virginia, Tennessee d& Georgia Air Line.—Mr. Henry 
Fink has been appointed General Manager of this line, com- 
posed of the Norfolk & Western, the Shenandoah Valley 
and the East Tennessee, Virginia & Geo roads. Mr. 


rgia 
Fink is now General Manager of the Norfolk & Western. 








PERSONAL. 


—The Wisconsin Democrats have nominated Mr. Ambrose 
Hoffman for Railroad Commissioner. 


—Mr. J. H. Baker, of Mankato, has been nominated for 
Railroad Commissioner by the Minnesota Republican Con- 
vention. 


—Mr. Thomas W. Spencer, President of the Herkimer 
Newport & Poland Company, has resigned his position, an 
sold his interest in the 


—Mr. Wm. B. Porter, Secretary and: Auditor of the 
Valley Railroad Company, of Ohio, was married at Cleve- 
land, O., Sept. 20, to Miss Kate S. Wright. 


—Mr. R. B. Pegram, Jr., Superintendent of the Gulf 
Division of the International & Great Northern, has resigned 
to accept a position on the Memphis & Charleston road, 


—Mr. J. H. Linville, for many years President of the 
Keystone Bridge Company, has pow an office as Consulting 
Engineer on bridge and railroad work at No. 4,117 Walout 
street, Philadelphia. 


—Mr. Howard Fry has resigned _ his tem n of Superin- 
tendent of Motive Power of the Philadelphia & Erie Divi- 
sion of the Pennsylvania Railroad, to accept a similar office 
on the New York, West Shore & Buffalo road. 


—David Graham Drummond Ogilvie, Earl of Airlie, a 
Scotch peer, died suddenly of a congestive chill at the 
Windsor Hotel, Denver, Col., Sept. 27, aged 55 years. The 
Earl of Airlie had large lauded estates in Colorado and 
Oregon, and was President of the Oregonian Railway Com- 
pany. ; 

—The West Chester & A ny oar ang and the Philadelphia 
& Baltimore Central roads having become part of the 
Philadelphia, Mibeer se os & me a oe ee in the 

neral system of Pennsylvania Company, 

r. Henry Wood, President those companies, wil] ret 


from his position at the close of ‘thépresent year, after a 
service of 27 years. : 


—Mr. Jobn King, Jr., hasrenewed his as Re- 
ceiver of the Ohio & iiississippi, and will sail for Europe 


hip, which he ae- 


Bellamy Storer, counsel representing the interest osing 
. King, that there are no charges against his integrity, 
and that they do not think any can be truthfully made. 








TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Eight months ending Aug. 31: 


1 1880. Inc. or Dec. P.c. 
Ches. & Ohio...... $1,787,245 +756, 1 $30,863 1.7 
Des M.& Ft. e —-: 243,006 191,418 I. 51.588 27,0 
Northern Cen 3,600,683 120,012 I 480,676 15.4 
Net earnings...... 1,198, & I 224, 23.1 
Northern Pac fie.. 2,051,491 1,399,202 I 652,289 46.6 
Pennsylvania... ... 29,143,240 26,606,074 I. 2,537,166 9.5 
Net earnings...... 11,932,633 10,951,336 I 981,237 9.0 
South Carolina... '717,712 645,305 I 72.407 11.2 
Month of August: 
Ches. & Ohio...... $262,858 $259,110 I. $3,748 14 
Cin. Southern..... 227,741 348.437 I. 79,304 53.3 
Des M.& Ft. Dodge 51,439 28,1 IL. 23,255 83.1 
Northern Central. .009 453,924 I. 44,085 9.7 
Net earnings...... 94,335 122,957 D. 28.622 . 23.3 
Northern Pacific. . 411,624 223, I. 188,124 840 
Pennsylvania...... 3,809,978 3,723,355 1. $6.62 2.3 
Net earnings...... 1,444,506 1,554,482 D. 109,976 Fl 
South Carolina... . 81,183 75,525 I. 5,658 74 
Second week in September : 
Chi. & Eastern IIl.. »D71 $31,330 a $3,241 . 10.3 
Chi. & Alton...... 13,715 216,019 D. 2,304 11 
Missouri Pacific... 162,818 132,521 IL. 30,297 22.8 
Wab., St. L. & P.. 417,345 306,788 I. 110,557 36.0 
Trird week in S2ptember : 
Louisv. & Nash.... $222,700 $213,000 I. $9,700 4.6 
St. L., I. M. &8o... 191,400 184,306 IL. 7,094 3.9 
St. L. & San Fran. 64,100 63,948 I. 152 0.2 
Week ending Sept. 16: 
Great Western... $105,024 $114,270 D. $9,246 8.1 


Grain Movement, 

For the week ending one. 17 receipts and shipments of 
grain of all kinds at the eight ——s Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 


Northwestern -——Northwestern shipments,——. Atlantic 





Year. receipts. Total ae. .c. by rail. receipts. 
1874..... :206,222 2,563,893 351,198 13.7 3,638,261 
1875... .3,512,700 3,689,452 1,378,492 37.5 586,717 
1876 -4,360,091 4,089,315 1,820,261 44.5 3,234,870 
ee 6,655,480 5,040,5% 1,082,128 21.5 4,515,770 
1878..... 5,851,401 4,852,847 994.118 20.5 6,195.5! 
1879..... 6,573,503 , L07,35 1,299,302 21.3 6,956,954 
: 477 4,928,509 1,914236 49.0 5,399,155 


The receipts of the Northwestern markets for the week 
this year are 9 per cent. less than in the corresponding week 


‘| of last year, and smaller also than in 1879 and 1877; the 


shipments of these markets are slightly larger than last year 
or any other, except 1879, and the rail shipments are one- 
third —— than last year, the rate having been nearly 60 

r cent. less. River shipments for the week were 53,451 

ushels, or 1 per cent. of the whole. The Atlantic receipts 
were 6 bo cent. more than last year, but less than in 1578 
and 1879. 

Compared with previous weeks of this year, the North- 
western receipts are the smallest for six weeks and 8 per 
cent. less than the week before ; the Northwestern ship- 
ments were with one exception the smallest for six weeks, 
and 12 per cent. iess than the week before; 
the rail shipments were, however, as large as 
any since the low rates were made, except those 
for the first week of those rates, and about the 
same as for a month past (the railroads carrying about all 


rates). The Atlantic receipts were 514 per cent. more than 
the week before, and the largest for five weeks. 

Of the Northwestern receipts of the week, Chicago had 
57.4 per cent., St. Louis 15.7, Peoria 9.5, Milwaukee 7.8, 
Toledo 4.9, Detroit 3.3, and Cleveland 1.4 per cent. Chicago 
continues the usually great lead it has ever since May ; 
St. Louis, however, has but once or twice received a 
large quantity this summer; Milwaukee has not received as 
much before since the middle of June, and but three 
times this year. On the other hand, the Toledo receipts 


wore of last year. 

f the Atlantic receipts, New York had 58.8 per cent., 
Bajtimore 11.8, Philadelphia 10.5, Boston 8.8, Montreal 
7.4, New Orleans 2.6, and Portland 0.1 per cent. New 
York’s receipts are the largest since July. Compared with 
the previous week, it gained 392,000 bushels, while there 
was a loss of 250,000 at Baltimore (due, doubtless, to the 
elevator blockade), and no considerable gains elsewhere. 


receipts, the Atlantic receipts are, as they have been some 

time, quite light. 

ere frow Atlantic ports for five successive weeks have 
ms 


——__—_— ——_ Week ending-—— - —- —-—_——-— 
1881. Sept. 21. Sept. 14. “ae 7. <Aug.31. Aug 24. 
Flour, bbls. 53,971 91,108 844 83,408 106,193 


Grain, bus.3,190,029 2,569,633 2,843,132 3,845,590 4,138,884 


Flour, bbls. 97,970 77.58% 84,113 88,149 110,191 
Grain, bus.5,114,389 5,348,537 6,234,512 6,743,355 6,444,497 


Coal Movement. 


Coal tonnages for the week ending Sept. 17 are reported 
as follows : 





1881. 1880. Inc. or Dec. P.c. 
Anthracite............... 646,678 647,093 D. 415 0. 
Semi-bituminous. . . .. 93,449 100,345 D. 6,896 6. 
Bituminous, Penna. 41,237 37,107 L 4,138 1i.: 
a SS Sa 45,414 34,268 LL 11,146 32. 


abundant market for all the coal reaching tide-water. 
The Clearfield coal operators and some of the railroad 


coal men in the Pittsburgh Region complain that their pro- 
transport it. 


charges on coal from Lonaconing and all points east to 
Cumberland from 2 cents to 114 cents per ton per mile. This 


reductio™ is in consequence of the competition of the George’s 
Creek & Cumberlana road. a: 


A New Fast-Freight Line. 


the new fast-freight line to 
Baltimore & Ohio railroads: 
‘“ Though the slowness of the officials of the Great Western 
Railway Company, or some other cause, has prevented the 
Wabash from obtaining a‘ through connection with the East, 
the West is more fortunate. A fast freight line to Chicago via 
the Wabash and the Baltimore & Obio is soon to be estab- 
lished. The arrangements have been completed, and the 
line will be ready for business in a short time. It is actually 
Sry re gee she se 
vi Chicago are very con situated 
alonguie of thas of tbe Michigan’ Contral Illinois 


Central’s grounds, A party 


, via the 





90 | ern and many V 


they can and the lake vessels the balance at more than rail | 


were extraordinarily small—321,000 bushels, against an | 
average of 803,000 a week in August, and 1,020,000 in | 


Considering the very low rates and the large Northwestern | 


The Cumberland & Pennsylvania road has reduced freight | 


The Detroit Post and Tribune has the following regarding 
abash - 


& Ohio were in the city i» complete the ne 
ments. It consisted of T. H. Noonan, Division Freight 

nt of the Baltimore & Ohio, whose hea 
Tiffin, O.: C. S. Wight, Assistant General 
W. E. Lowell, Division Freight t, with headquarters at 
Sandusky, O., and H. B, Smith, istant Freight Agent of 
the Wabash, with headquarters at Indianapolis. There isa 
fine local traffic on the line of the road, and it will no doubt 
get a good share of the through business.” = 


uarters are at 
reight Agent; 








RAILROAD LAW. 


Rights of Omnibus Lines at Stations. 


A telegram to the Chicago Tribune, dated Sept. 25, says: 

“A case in which the owners of the omnibus lines are in- 
terested was decided yesterday by (Iowa) Railroad Commis- 
sioner Woodruff. C. & T. Van Hooser, of Cedar Falls, owners 
of the hotel and omnibus line, have been shut out from the 
o—_ of the 1g woe Central poreeee of - woos see y 
iver passenger baggage to the depot of the Burlington 
Cedar Rapids po, i Baggage was lost, and the railroad 
company had to bear the loss, Van Hooser refusing to do so. 
The latter complained to the Railroad Commissioners, and 
they decided in favor of the road. They say as_ the 
latter is held responsible for the loss of baggage in making 
the transfer, the company has undoubtedly the right to pro- 
tect itself by excluding transfer agents who cannot be trusted 
with the safe delivery of baggage.” 











THE SCRAP HEAP. . 


Locomotive Building. 


The Rogers Locomotive Works at Paterson, N. J., are 
| building 20 mogul engines for the Central Pacific and sev- 
| eral shifting engines for the Richmond & Danville. 

| The locomotive shops of the Pennsylvania Railroad at 


| Altoona are being enlarged by a new erecting shop and 


| some other von 

The Manchester omotive Works, at Manchester, N. H. 
are turning out three engines a week, with a prospect of 
keeping that rate up for some time. 

early all the locomotive shops report an increased num- 
ber of orders for heavy freight engines. The 16 in. cylin- 
ders of a few years ago are giving way to 17, 18 and even 
20 in., and the mogul and consolidation types are gradually 
replacing the ae engines for freightservice on East- 

Vestern roads. New orders for eight-wheel 

engines are chiefly for passenger service, or for Southern 
roads, where the heavier engines are not yet in use. 


Car Notes. 


The Bellefonte Car Works, at Bellefonte, Centre County, 
Pa., will be sold at auction Oct. 27. The works occupy 
nine acres of ground, with tracks connecting with the Penn- 
sylvania Railroad, and have a capacity of eight box cars a 
day. The buildings are brick foundry, smith-shop, machine 
shop, dry-house and framing and erecting shops of brick and 
a wooden paint-shop, The shops are well supplied with 
tools. Possession will be given Dec. 10; payments must be 
made 19 per cent. on day of sale, 20 per cent. Nov. 27, and 
the rest in seven yearly installments, with 6 per cent. in- 
terest. Particulars may be obtained of Miller Tiffin, Gen- 
eral Manager, Bellefonte, Pa.; 8. R. Hopkins, New York 
Central & Hudson River Railroad, or of Wm. Lawson, of 
Wilmington, Mass., the owner of the works. 

The Ensign Manufacturing Co. is building car works at 
Huntington, W. Va., in addition to its car-w heel works. 

The car works at Youngstown, Pa,, are running over 
time, with a large force employed. 

The Cleveland City Forge & Iron Co. is building a new 
shop as an addition to its old works. 


iron and Manufacturing Notes. 


The Girard Iron Co., of Niles, O., has leased the Thomas 
Furnace for a term of years. 

Emaus Furnace, st Emaus, Pa., has gone into blast. It is 
| run by John Donaldson, H. H. Fisher, George Ormrod and 
| W. Thomas, who have leased it from the Philadelphia & 
| Reading Coai & Iron Co. 
The Pennsylvania Steel Co., at Baldwin, Pa., has started 
| up its new Bessemer converters. There are three of them, 








| each of seven tons capacity. 

Volcano Furnace, at Massillon, O., has gone into blast. 

Brown, Bonnell & Co. expect to start up their new plate 
mill at Youngstown, O., as soon as it is finished, probably 
in December. 

A contract has been made by James Ward, of Niles, O., 
to build a large rolling mill at New Philadelphia, O. Work 
will be begun at once on the buildings. 

Several furnaces in the Hocking Valley were obliged re- 
| cently to bank their fires in consequence of the scarcity of 
| water. The rain in that region last week enabled them to 
go to work again. 


The Rail Market. 


Steel rails are quiet, with less business reported at at out 
the same prices, suy $60 to $62.50 per ton at mill for No- 
vember and December, and 858 to $60 for next year’s deliv- 
| eries. Buyers have apparently determined to waic and see 
| if better terms cannot be had, English steel rails are offered 

at $60.50 to $61.50 at port. 

Iron rails are also quiet, but with many sales of small lots. 
| The mills are full of work, but disposed to take more orders 
| at current prices, which continue about $47 to $48 per ton 

at miil for heavy sections, up to $50 to $52 for light rails. 
| _ Steel blooms are repo’ steady at about $44 per ton, 
| duty paid. Holders are looking for higher prices. 
Old iron rails are dull and a weaker.market is looked for. 
Holders, however, still ask $27 to $27.50 per ton in Philadel- 





Anthracite trade is still active, and there seems to be | Phia for T-rails and $29.50 to $30 for doubles. 


Spikes are firm and unchanged at $2.85 per 100 Ibs. ; fish- 


| plates, $2.40 to $2.50; track-bolts, $8.25 to $3.75, according 
| to specification. 
duction is limited by the difficulty in getting cars enough to | 


Stockholders’ Diversions. 


At a meeting of railway stockholders a plan is proposed 
for the prevention of accidents—an expensive plan. 
‘How may passengers do we kill a year ?” asks a shere- 


| holder, 


“ And wint d hi as ” 
~ what do t mages average 
« Goutieanen inute’s work with paper and pencil will 
‘*Gentlemen, a minute’s work wi a w 
show you that collisions are 50 per cent. cheaper.”—French 


Paper. 

tn 1 Nevada it seems that stockholder’s meetings are not 
alwern & cut-and-dried, monotonous affairs they are on 
the Atlantic At a meeting of the Nevada & Oregon 
pe gree A in © certain parties refused to go out 
when told to “git” by the , and in the fray that fol- 
lowed pistols were drawn, the Secretary and another stock- 
holder were shot and the meeting seems to have wound up 
in an old Arkansas free fight. 





A Foot Guard for Trackmen. 
Mr. Charles Latimer, Chief Engineer of ‘the New York, 


’ 
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Pennsylvania & Obio road, bas placed on the frogs and | investigation of the cause of the explosion disclosed the tact | and southward from Aberdeen to Ashton, 30 miles, making 
orahahk tao meteas iat Oe Gap chied opel] thang means, mented hectare’ Ceenae Boot | ia a ee 
4 invent a . spring | blasting powder, reac’ here over 1cago, Civci i h The Cincinnati Co which 
luced in the opening of and guard rails, or in any| Island & Pacific Railroad, and. was directed to J. O. cinnati Southern.—The ati Company, wh 
plare where up's toot be likely t. be caught. This Reynolds, Fea Col. The Union Pacific Company, 2 eran this road, makes the following statement 
spring fills the however, refused to receive dangerous freight, |S" August: 


sufficiently to keep the foot out of ir, 
while it will y the pressure of the wher] flanges, and 
thus avoid any risk of running the wheels off the track. This 
is the invention of Mr. Wm. 8. tluntington, author of the 
** Road-Master’s Asssistant.” 


An Old Relic. 


The old, weather-beaten, one-story, wooden shanty at the 
corner of Canalan1 Kinzie streets, erected 34 years ago, 
and the first of Chicago's railroad depots, is about to be de- 
molished, after having been a landmark and monument to 
the city’s growth for a generation. Inside of a mouth the 
old Northwestern depot will be a thing of the past. It was 
built in 1847 when the road was called the Galena & Chi- 
eago Union The directors of the company met in 
the old building until the old Wells street depot was built. 
George Bassett, dead and gone for many years, laid the 
first plank, and at that time Redmond Prindiville was the 
freight agent.— Chicago Inter-Ocean. 


A Burning Oil Train. 


A destructive oil fire occurred on the New York, Lake 
Erie & Western Railroad, near Sloatsburg, about 20 miles 
from this city, yesterday. A full train of cars of crude oil 
was coming east down the grade when a coupling gave way 
near the engine. - For some unaccountable reason the latter 
part of the train broke into several pieces and tne various 

came .down hill at a frightful rate of speed, the 
momentum increasing every second. The engineer 
at once perceived the danger and allowed the engine 
to go at its best speed. Finally after an exciting race 
of over two miles the bottom of the grade was reached. The 
oe soon noticed that the runaway tanks were fast 
gaining on the engine, and before he could make enough dis- 
tance the first tanks collided with the tanks which had re- 
mained attached to the engine. In an instant the end tanks 
were on fire. At first it was but a small stream of oil rup- 
ning from a leak in a tank over a bot journal, but before 
any sand cvuld be thrown on it the fire communicated to the 
oilin the tank. The engineer at once separated the undam- 
aged tanks from those which had been injured by the col- 
hsiou and removed them a distance down the track. 

All the necessary precautions had been taken to prevent 
the coming of other trains, and help was at once telegraphed 
for. ‘the sudden jar of the collision caused the tanks io 
the rear end of the train to telescope and the oil to catch 
fire, so that the train was burning simultaneously at two 
places. The morning express from the west soon came 
along, and the passengers assisted the train hands in fighting 
the flames by wing sand and dirt on the burning cars. 
Plenty of assistance soon arrived from the neighboring vil- 
lages, but the heat soon became so intense that it was 
impossible to get anywhere near enough to them to give 
them battle. e by cay train, with a large number of 
hands, soon ariived from Jersey City, and every endeavor 
was made to save as much property as possible. The 
flames shot hundreds of feet into the air, and the few trees 
which were in the neighborhood were soon consumed. 
The flames hissed and the burning oil boiled out of 
the tanks until the generation of gas became too much 
and the tank exploded with a deafening report. Luckily 
there were no houses or other buildings in the neighborhood, 
and the damage was confined to the crude petroleum, the 
tanks, track and ties. It made sad havoe with the latter. 
As the oil burned to the ground after the explosion it de- 
stroyed the trucks of the cars, the wheels becoming red hot 
in the blaze. The ties were consumed and the rails curled 
upin the heat like scraps of paper, the ground being saturated 
with the oil. 

The fire began at nive o’clock in the forenocn, and at noon 
it was apparent that very little could be done toward put- 
ting itout. The telegraph a had been destroyed and 
communication with the Jersey City office cut off. Men 
were set to work building a line of wires round the fire, and 
soon a wire wasin working order. Asa last resource a 
cannon was borrowed from a neighboring iron works and 
the train hands loading it with railroad iron began 
a bombardment from the best point they could 
find. Soon a hole had been shot in the tank nearest the 
fire and the oil ran down the embankment where the loose 
earth soon absorbed it. All the cars sible had been 
moved away and the extinguishing of the fire was soon only 
a question of time. When the half empty tank exploded 
soon after it caught fire the flames began to gradually die 
out. Five large tanks had been consumed, and all that was 
left of them was —_ iron. It was5 o’clock last evening 
before the work could be begun on the hot earth, and it was 
10 o’clock before the —- train left with its bungry pas- 
sengers. The fire could be seen and the explosion heard for 
miles about the conflagration.—Paterson (N. J.) Press, 
Sept. 24. 

A New Style of Passenger Car. 

Twenty passenger cars are being built at the Boston & 
Albany car s at Allston for use in the suburban travel 
on that road. One train of five cars is now completed, and 
will — be put on the about Oct. 1, an 
i of which shows a _ complete Supeetare 
in. construction from those now in _ use. e in- 
creasing demand of the patrons of the road for rapid 
transit and frequent trains led to the need of such 

and the especial object sought was Sapinens in weight 

and hght and ventilation for the interior. To this end t 

services of Mr, Richardson, the architect, were employ ed. 
He has made the plans for all above the trucks, The exte- 
in narrow, rounded sheathing, that 
iron. windows reach 

ay to the bottom, and 
they are so wide that they are separated in most places by 
only a narrow strip, and the lettering is simply “ ton & 
Albany Railroad” on the letter board with *‘* suburban ser- 
vice” the cur’s number on the side. The interior is fin- 
in paneled chestnut, thus doing away with 
ornamented canvas head lining. 6 seais are 
of rattan. ‘hey run lengthwise, in order to facilitate quick 
exits. Thecars are lighted by 18 or 20 le kerosene 
bracket lamps, and the age racks are very long. Good 
obtained in the old way by opening the deck 
re covered by fine screens. The doors con- 
the general appearance is plain, 
the cost of the first train will ex- 


these and are 


The are im- 
tires, with wrought 


the 

and the car was returned to the Rock Island yards, where it 
exploded last evening with fearful force. e concussion 
demolished the company’s. round-h repair shops, brick 
and freight houses, and about 40 or 50 freight cars. _The ex- 
plosion dug g hole in the ground 15 feet deep and 45 feet in 
diameter. rge windows in all parts of the city were shat- 
tered; sheets of plastering were torn from houses and dam- 
age was done in all dir ons. Even in Omaha, .on the op- 
posite side of the river, large windows were broken by the 
concussion, and the effects were felt as far as Missouri Val- 
ley, 20 miles north of here. The loss will amount to hun- 
dreds of thouysands of dollars.” 

The car is believed to have contained dynamite instead of 
common blasting powder. : 


A Brakeman’'s Belt. 


The Hoole Baggage Check Co. is introducing a brakeman’s 
belt which is somewhat similar to a sword belt, with a sheath 
for the red flag and pouches for torpedoes. ith this it is 
believed that the brakeman will always be ready to run 
back and flag a train, or pluce torpedoes, and not have to 
run to the caboose to hunt up what he needs. 





OLD AND NEW ROADS. 





Alameda & San Joaquin.—This company has been 
organized in California, and has already begun work on its 
proposed road, which is torun from Alameda, on the east 
side of San Francisco Bay, by Berkeley, Walnut Creek and 
the San Ramon Valley to Pleasanton and Livermore and 
thence by a tunnel through the mountains into the San 


eastward again to Bodie. 


Anderson, Paris & St. Louis.—This company has 
been organized to extend the Anderson, Lebanon & St. 
Louis svad from its present terminus at Noblesville, Ind., to 
Paris, Ill. Work is to be begun on the road very soon. 


Big Level & Bradford.—This peepany has been or- 
ganized to build a railroad from the Pittsburgh, Bradford & 
Buffalo, near Howard Hill, Pa., tothe Philadelphia & Erie 
near Kane, a distance of 14 miles. 


Bradford, Eldred & Cuba.—tTrack is now laid on this 
road from Eldred, Pa., northeast to Wellsville, N. Y., on the 
New York, Lake Erie & Western road. The last rail.was 
laid Sept. 21, and regular trains began to run this week. 
The road is 80 miles long and is built to reach a section of 
the Bradford oil district. The contractors for its construc- 
tion are Craigie, Rafferty & Yeomans, of Buffalo, who are 
now at work on an extension to Richburg. 


Bradford & State Line.—This company has been or- 
ganized in Pennsylvania to build a railroad from Bradford, 
Pa., west by north 20 miles tothe New York state line. It 
is to be a branch of the Rochester & Pittsburgh road. 


Burlington & Ohio.—This company has filed articles 
of incorporation for a railroad from the Mississippi River 
opposite Burlington, Ia., across Illinois in a southeasterly 
direction to the Ohio River in Pope County. The distance 
is about 275 miles. 


California Central, Utah Division.—This company 
has fiied artieles of incorporation to build a railroad from a 
point on the western boundary line of Utah near the town 
of Panache, Nev , eastward by Iron Springs, Cedar City 
and Coa! Creek Cafion to a connection with the Utah Central 
road ; alsozbranches to Iron Mountain and Kanarra 
Mountain. ‘The capital stock is to be $5,000,000. 


California Southern.—Chief Engineer J. O. Osgood 
informs us that during August five miles of track were laid 
on this road from the terminus at San Die Bay, Cal., 
northward. The road is to be the Atlantic & Pacific branch 
to Southern California. 


Canadian Pacific.—The track on this road is now laid 
to Brandon, 145 miles westward from Winnip2g, Manitoba, 
and grading*is done fur some distance further. The new 
track and grade were recently inspected by several of the 
directors and officers of the company. 


Catonsville Short Line.—Sufficient stock has been 
subscribed to secure the building of this road from St. Agnes 
station, on the Baltimore & Potomac road, to the vil 
of Catonsville, Md., a distance of 31¢ miles. The road will 
probably be worked by the Baltimore & Potomac as a branch. 


Cerro Gordo Short Line.—This company has been 
organized to build a railroad from Maroa, IIL, on the Illinois 
Central, 10 miles north of Decatur, southeast to Charleston 
in Coles Coutnty, about 55 miles. 


Chicago & Evanston.—This company is now securing 
the right of way for its proposed line from Chicago to 
Evanston, about 12 miles. 


Chicago, Pekin & Southwestern.—The Receiver 
reports to the Court for July as follows: 





I SE Bn ., RNa Ghs «SC DUNEESiesccvnse. Jecestceve $7,385 
ge es 

NN Obs [ac need onli v4 celts ERS ss SECO Shae oat $42,837 
re ee er Te eee 32,724 


+ Balance, Ang. 1 $10,113 
The receipts exceeded the disbursemen‘s by $2,728 for the 
month. 


Chicago, Mitwaukee & St. Paul—The Iowa & 
Dakota Division is now opened to Chamberlain, Dak., on 
the Missouri River, 50 miles west of last year’s terminus, 148 
miles from Marion Junction and 435 miles from the eastern 
terminus of the division at Calmar, [a. A circular from the 
company says: ‘‘We desire to announce the opening 


for business of Chamberilain,. Dak., at the Mis 
souri_ River, on the Iowa _& Dakota Division of 
this line. All freight for the Black Hills and Upper Mis- 


souri River, seretofore going via Running Water in connec- 
tion with Missouri River ion companies, will 
now be sent via Chamberlain at same rates. Arrangements 
are now pending, the completion of which we hope soon to 
announce to the public, for the establishment by direct con- 


sian, of tie sbertent, Gulbiieos, oust ta, all respertp raoek 
o sho; in a m 
virect and desirable reute to Deadwood and other points in 
the Black Hills.” 

On the Hasti & Dakota Divisions trains now run 
through to A 


, Dak., 31 miles beyond last year’s 
terminus, 97 miles westward from Millbank 

311 miles from the eastern end of the division at 
Minn. On the Jamies River Bratich of this division tran 





now run northward from Aberdeen to Frederick, 42 


Joaquin Valley ; then for some distance up that valley and’ 


WMI oo 555.0 de cols cce crises cedtvatigt sess tan $48,333.77 
ES le a conte 172,470.92 
WERE, RGU CUB 0s. 54s 6 5 srs RT een ceeds 6,535. 
ZOtah OTA DEL BANG) oie cic coven ds. cd oeedices ceeds $ :27.740.68 
Working Gime speed tages sheets sbi Aghie 79,719.02 
CRONIN 0 kako clic <ccsic 06 intowsvy spits x .$148,02) -66 
Interest to pte AS ya R= pe Re ek bg EN 10, 222.55 
Balance due trustees. ..... 2.2... cee e cscs cco ewes $137,799.11 


Working expenses do not include maintenance of way, 
which the trustees provide for, not the operating company. 
Maintenance expenses for — were about $47,000, leav- 
ing about $90,000 to the c t of the city. 


Concord and the Boston & Lowell.—The contract 
for the jc int operation of these roads provides that.all exist- 
ing leases shall be assumed by the joint management; that 
the rentals of the various roads so leased shall be paid out of 
the joint nerrrey and that the net.income from both roads 
shall be divided between the two companies in the propor- 
tion of 60 per cent. to the Boston .& Lowell and 40 per cent. 
to the Concord moun 

The rental charges to be paid are as follows: To the. Bos- 
ton & Lowell for the Massachusetts Central, 25 per cent. of 
the prose receipts of that road; for the Middlesex Central, 
$15,000 per year and 6 per cent. on cost of extension ; for 
the Nashua & Lowell, $65.000 nt ear ; for the Wilton 
road, $14,130 per year ;, for the Peterboro road, 6 per cent. 
on cost, taxes and $150 for organization ; for the Eastern, 
$4.800, and the Boston & Maine, $3,000 per year for use of 
tracks. The rental and contract charges on the Concord 
Railroad accoun‘ are: For the Methuen Branch, $11,000 
per year; for the Manchester & Lawrence. $101,600. per 
year ; for the Nashua, Acton & Boston, $11,200 per year ; 
for the Covcord & Portsmouth, $25.000 per year; for the 
Suncook Valley, $14,800 per year and 6 per cent. on cost, of 
extension to Hooksett; whenever that shall be built. 


Connecticut River.—The wooden bridge over the Deer- 
field River, near Greenfield, Mass., was set on fire Sept. 21 
and completely destroyed. _ It is believed that the fire was 
started by an incendiary. The bridge was 600 ft. long and 
90 ft. above the river, and some time will be required to _re- 

lace it. Trains are run around the break by using the New 

aven & Northampton’s Turner’s Falls Branch and main 
line to Hast Deerfield, and the Fitchburg track back to 
Greenfield. 

Genesee Valley.—The Rochester (N. Y.) Democrat and 
Chronicle of Sept. 24 says; ‘At the meeting of the two 
boards of directors of the Genesee Valley Canal Railroad, 
just held in New York, it is reported that the conference 
was an amicable one. Goodrich H. Bush, the largest stock- 
holder on the minority side, has consummated a sale, disposing 
of his shares to the majority, or Seligman faction. It was 
rumored a few days ago that he had been offered 
25 per cent. more than was paid to the Whitney origina 
directors, who received, but 100 per.cent. If this be so, Mr. 
Bush, therefore, received $125 per share. He owned about 
200 shares, and controlled 200 more. Thissale wasconsum- 
mated some days prior t> the meeting in New York. One of 
the directors of this_proposed road yesterday said: ‘ As Mr. 
Seligman is the largest stockhoider of the road, it having 
been heretofore understood that the Clark, Post & Martin 
interest had been transferred to him, we think it nowa 
matter of certainty that the road will undoubtedly be 
speedily constructed.’ ”’ 


Hannibal & St. Joseph.—The following numbers of 
this company’s land grant sinking fund bonds were drawn 
for redemption under the terms of the mortgage on Sept. 
28: 21, 44, 305, 312, 355, 419, 464, 484, 534, 554, 564, 
572,574, 584, 609, 698, 707, 714, 742, '743, '775, 785, 797, 
814 ani 833. These bonds will be paid on presentation at 
the office of the Farmers’ Loan & Trust Company in’ New 
York. Interest on them will cease 60 days from date of 
drawing. ; 

Indianapolis & Springfield.—This company, which did 
some work on its projected road several years ago, has re- 
cently let a contract for the building of the line from Indian- 
= to Montezuma, Ind., 67 miles, to A. J. Harth & Co., 
of In‘lianapolis. The contract price is $1,257,000. 


Joliet & Indiana.—This company has been organized 
to build a road from Joliet, Ill., eastward to the Indiana line 
near Dyer, Ind., abuut 45 miles. It is said that the inten- 
tion is to connect with the Louisville, New Albany & Chi- 
cago road’s extension to Chicago. The pro line is 
paralle] and close to the Michigan Central’s Joliet Division. 


Kansas City, Springfield & Memphis,—This com- 
pany has been organi to. build a railroad from Spring- 
field, Mo., southwest.to Hopefield, Ark., on the Mississippi, 
opposite Memphis, a distance of about 270 miles. Separate 
organizations have been formed in Missouri and Arkansa: 
to be consolidated hereafter. The new company is eoeitilied 
by the Kansas City, Ft. Scott & Gulf, and its securities have 
been offered to the stockholders of that company, as we have 
heretofore noted. 


Laporte & Illinois.—This compary has been organized 
to build a rail from. Laporte, Ind,, westward to the 
Illinois line near Dyer, a distance of 50 miles. 


Louisville & Nashville.—Work isto be pushed on’the 
extension of the Knoxville Branch from Lexington, Ky., 
to the Tennessee line. The bridge over Rockcastle. River is 
finished, and the tracklayinug has been begun. The grading 
is well advanced, and the maswnry is being pushed. 


Macon & Brunswick.—The location of the extension 
from Brunswick, Ga., to Atlanta is now entirely completed. 
The distance is 90 miles, being 18 miles shorter than the 
Central road. Several sections are already under contract, 
and the rest will be let very soon. 


Manhattan Elevated.—This company makes default 
on the October interest and dividends.due to the New York 
and the Metropolitan Elevated companies, A hurried appli- 
cation was made to the Court Sept. 28 to permit, the issue of 
receivers’ certificates to raise the amount due, but the Court 
postponed the hearing. It is understood that both the lessor 
companies will oppose the proposed issue. 


Pichigan Central.—At a m of the board, held 
in New York, Sept. 27, the follo resolutions were 


“ Wher-as, The ex of the D the 

= of the year Save leeete isemeeah pe F Fn 
or transportation have been eo Mh ee and, 

“ Where rs, The net earnings for resent quarter are 





less than 1 per cent., and there is no on hand appliea- 
ble to dividend Hy , ae 

“ Resolved, it is not ex to declare a dividend 
for the quarter ending r instant.” _“ 
No statement of earnings for the quarter was made public. 
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Millington Coal Field.—This company has been o - 
ized to build a railroad from Bnokingpom, Ul. by Braid- 
wood toa point on the Chicago, Pekin & Southwestern, 
passing through the Millington ani Braidwood coal fields. 


Mobile & Ohio.—Track on the Cairo Extension is now 
completed to East Cairo, Ky., and trains were to begin run- 
ning through from Mobile to East Cairo, 495 miles, on Oct. 
1. The inclined planes and transfer wharves on both sides 
of the river, at East Cairo and Cairo, are ready for use, and 
a large steam transfer beat has been provided for the ferry 
across the river. The company has secured a tract of land 
in Cairo large ey ated its yards there and for che con- 
nection with the Cairo & Vincennes track. 

By an agreement duly executed the option is given to 
the bolders of tha Cairo Ext snsion b mds of this company 
($309,009) to caacel tne sinking fund, by means of which 
svid bonds are reicem ble at tae plaasure of the company, 
The right is reserved to pay off at par such bonds as do not 
avail of the privilege. 


Necedah & Southwestern.—This company has been 
orzanizsd to build a railroad from Ne edih, Wis., soutn- 
west to Camp Dougias, on the La Crosse Division of the Chi- 
cago, Milwauk e & St. Paul. The distance is about 15 miles. 


New Orleans & Northeastern.—Sealed proposals 
will be received until Oct. 20 for the construction of the 
trestle-work across Lake Pontchartrain near Pvint aux 
Herbes light-house in Louisiana with the ajproaches 
thereto. 

Sealed proposals will also be received until Oct. 20 for the 
construction and erection of all the maciinery necessary for 
timber-crevsoting works on the waters of Pearl River in 
Loui-iana, above Gainesville, Miss., on the line of this 


rogd. 

Bi Is must be sent to John Scott, General Manager, at No. 
134 Vine stre-t, Cincinnati, O. Piavsand specifications can 
be seen and blank forms; obtiined of G. Bousca:en, Consult- 
ing Enginer, at the same address. 


New Orleans Pacific.—The officers of this company 
last week inspected this road for 100 miles southwest from 
Shreveport, La., and accepted it from the contracturs as 
completed. 

Work is also progressing rapidly on the other end of the 
line, Itis not probable that regular trains will be put on 
the newer portion of the road until it is completed through 
from New Orleans to Shreveport. 


New York, Lake Krie & Western.—The Buffalo Ex- 
presssays: ‘* Mention has been made in this column of the 
extensive freight-yard whith the Erie is now pees at 
East Buffalo. Its local work aside from this is also exten- 
sive, and there is much beside to note both along the old line 
and also in regard tothe new schemes which it has in view. 

‘*The new grade which the Erie is making from East Buf- 
falo to the junction at Black Rock is being pushed with a 
large force of workmen. _ A party of engineers from Cas- 
tile, under charge of Mr. C. C, Laney, were yesterday mak- 
ing jevels for this track near Black Rock. They left the city 
last evening for Castile, but will return here trom time to 
time as engineering service is needed. It is hoped to have 
freight shipping over this new track before the close of the 
year. 

“Improvements in grade on the Buffalo§Division of the 
Erie are fast being made, and are a great gain. Three loops, 
or new tracks, giving easier grades, are nearly finished. At 
Dane 800 feet of new track 1s laid ; at Gainesville 2,000 feet 
will be ready in two or three weeks, and 800 feet at Port- 
age will be ready within a month. At the latter place the 

rade will be 30 feet to the mile—20 feet less than formerly. 

Vhen these loops are all finished the old track will be 
abandon<d, and it will then be easy to take a train of 50 
cars from Buffalo to Hornellsville with one engine, by using 
a pusher at Attica, whereas now 80 cars are the limit. Tnoese 
improvements in the road-bed will be a great help in times 
of heavy freight.” 


New York & New England.—Since this. company 
adopted the system of cheap suburvan fares in April last, 
putiiag tickets tu all stations five miles or less from Boston 
ata unif.rm rate, it has sold 349,905 tickets at 5 cents 
each. 

A dispatch from Boston, Sept. 28, says: “Judge Devens, 
of the Supreme Judicial Court, in the case of Ellis and 
another against the Boston, Hartford & Erie Company, 
to-day ruled, on the petition of Hart and: Clark, Trustees 
under the Berdell mortgage, to have their accounts referred 
to a Master, that the Boston, Hartford & Erie Railroad was 
at liberty at any tim: to have a rehearing on ail interlocu- 
tory orders and decrees should it so petition for review. The 
Boston, Hartford & Erie Railroad, by counasel, accordingly 
filed yesterday in court such petition, and it appears now 
that this much contested suit 1s to be again reopened.” 


Niagara Falls —Notice is given of application to the On- 
tario Parliament for a charter for a railroad along tne Cana- 
dian side of tha Niagara River from the Fal's to Queens- 
town; also an inclined railroad from the foot of the Horse 
Shoe Fa.ls to the bank above. 


Northern Pacifie.—On the Pend d’Oreille Division track 
is now laid to Lake Prescott, Wash. ‘ler., 58 miles north by 
east from the late terminus at Spokane Falls and 208 miles 
from the starting point on the Columbia River at Ains 
worth, L»ke Prescott is 20 miles west of the head of Lake 
Pend d’Oreitle, and the gradiag to that point is completed. 
Work has been begun on the bridge across the head of Lake 
Pend d’Oreille, which will require some time to finish. Grad- 
ing is in progress for 50 miles east of the lake. 

The Portland Oregonian of Sept. 17 says: ‘‘On Tuesday 
the Oregonian received a dispatch from Mr. T. F. Oakes, 
Vice-President of the Northern Pacific Railroad Company, 
who is now in New York, bringing the information that that 
company, in view of the large volume of business expected 
on the opening of its through line across the continent, has 
decided to construct a line on the north side of the Columbia 
River from Ainsworth to the Dalles. Work is tv commence 
on this division at once, 

** We may suppose that the road will cross the Columbia 
ju-t above the town of Dalles and there connect with the 
Uregona Railway & Manigation Company’s line; or perhaps 
it may be continued on Washington side to some point 
of crossi ig further down. Of this, however, we have no 
positive knowledge. It. is pretty certain, however, from the 
resolution which the company has taken to build down the 
Columbia, that the line across the mouoatains to the 
north witli not be undertaken yet. The connection at Walla 
Walla with the Oregon Railway & yp agen Company’s 
line is doubtless deemed insufficient for busiaess, inas- 
much as the roads and bran of the latter company, pen- 
etr wing s> many parts of Exstern O. nm and Washiugton, 
will furnish all the business which the line on the south side 
of toe river can readily carry. Hence the Northern Pacific 
C mpany will construct tois line on the north side for the 


rgan- | settlers and others, the management of the Northern Pacific 


Railroad 
sary 
mi 


is to he extreme of carrying neces- 
icies without any profit whatever, rather than per- 
‘ering and inconvenience for want em. 
The ful was not intended to convey the ——— 
sion that the company not carry wood for settlers, 
but to caution them t> provide in time, and not leav@their 
winter supplies until the stock of wood should be exhausted 
and the road blockaded, zeal it mi Ae seapoible for the 
com to respond promp.ly to c ‘or ef. 

iy "ie forests bsg Seated the cost of wood will 
annually increase, and it is wise, therefore, for settlers to be- 
come from year to year less gavenient upon the railroad by 
planting trees and by substituting coal. 

* Trees, wood and coal will be carried at anaverage price 
which pays only the cost of running trains, and contributes 
nothing co general and terminal expe 1se. 

* Parties furnishing coal have agreed to retail it at sta- 
tions at wholesale prices, adding 75 cents per ton to cover 
wastage and expenses, which is barely sufficient. 

‘*: Tialf rates have been issued on stoves, under an assur- 
ance from the manufacturers that the whole benefit of the 
reduction shoald be given to the settlers. 

“In reference to the constant complaint of insufficiency of 
cars to move the wheat crop, it is proper to state that the 
equipment of grain-cars has been nearly doubled since last 
season, but that no reasonable amount of equipment can 
move 1n one month the tonnage which should Le distributed 
over four; an@, if such equipment were provided, it would 
remain idle the balance of the year, causing a loss far in ex- 
cess of all the profits of the business. 

“Patrons of the road must not expect impossibilities; 
cars cannot be furnished to remove wheat as fast as it is 
threshed in the fields. Tney must provide suitable places of 
storage. 

** Every effort will be made to avoid favoritism, and to 
treat all with fairness and impartiality. 

“The ru‘es in regard to moving cars not loaded in the 
time allowed, and to charge for demurrage, are designed for 
the protection of shippers themselves, that the crop may be 
— with the equipment on hand with the least delay pos- 
sible.” 


Ohio Central.—This —— has this season built a 
passenger depot and freight warehouse, round-hovse, 
machine shops, and car-house in East Toledo. Ten tracks 
have been laid on a dock constructed on the river front, the 
stream being dredged to obtain the required depth and 
allowing the largest lake vessels to discharge and receive 
lumber and coal at the pier. 

A branch is soon to be built through the valley of Mon- 
day Creek to Athens, which will reach several important 
furnaces and 4 number of coal mines. This branch will be 
nearly parallel to the Columbus, Hocking Valley & Toledo’s 
Monday Creek Branch. 

Surveys are being made for the extension of the main line 
from Corning to McConnellsville. 


Pennsylvania.—On this company’s Philadelphia & Long 

Branch line, track has been jaid from Sea Side Park, N J.. 
northward along the shore to Bay Head, a distance of eight 
miles, making the line 25 miles long from Pemberton. 
Bay Head connection is made with the extension of the New 
Jersey Central’s Long Branck Division for the present, but 
the road is to be extended northward to Point Pleasant and 
thence along the shore to Long Branch. 

Surveys are being made for a branch or loop line, leaving 
the main line at Bolivar, Pa., five miles east of Blairsville 
Intersection, and running parallel to but some distance north 
of the main line to Blairsville, about eight miles. It is said 
that this new line is part of a plan to mike the West Penn- 
- gg Division a loop or second line to relieve the main 

ne. 

Work has been begun on a new erecting shop and some 
other buildings at Altoona, where more room still is needed 
for the locomotive work. 

This company’s statement for August shows for all lines 
east of Pittsburgh and Erie, as compared with August, 


go 
an 


An iocrease in gross earnings of (2.3 per cent.)........... $86.423 
An increase in expenses of (9,1 per cent.)................. 196,599 
Net decrease (7.1 per Cent.)..........00 .-cesceccces $109,976 


For the eight months ending Aug. 31, as compared with 
the corresponling period in 1830, the same lines show: 
An increase iu gross earoings of (9.5 per cent.)........ $2,537,166 
An increase in expenses of (9.9 per cent.)........ .. .. 1,555,929 


Net increase (9.0 per cent.)........... cecsececes $981 +237 


Alllines west of Pittsburgh and Erie for the eight months 
of 1831 show a surplus over liabilities of $2,160,087, being a 
gain as compared with the same period in 1880 of $285,540 


Richmond & Allegheny.—The main line of this road 
was completed last week b laying track on the gap of seven 
wiles between Holcomb’s k, Va., and Big Island, and this 
week regular trains begin ruuning over the whole line cf 
230 miles fru'a Richmond to the Chesapeake & Obio at Wil- 
liamson. Tracklaying is in progress on the branch from 
—_ ad to Lexington, which will probably be finished 
next month. 


St. Louis, Jerseyville & Springfield.—lIt is stated 
that this road will not be sold to the Wabush, St. Louis 
& Pacific as at first proposed, but will be leased to that com- 
pany as soon as completed. 


St. Paul & Duluth.—At a recent meeting of the 
directors of this com any Commissioners were advised to 
examine into its affairs and determine the disposition of the 
assets. I'ne Commi-sioners have accordingly directed that 
a 10 per cent. dividend of preferred stock be made among 
the sto-kholders, payable on a date to be named in the 
near future. 


following securities have been placed on the lists at the New 
York Stock Excha 3 


Carolina Central.—Firs bonds, $2,000,000. 
Evansville & Terre Haute. k, $3,000,000, in shares 
of $50 each ; consolidated bonds, $3,500,000 


'’ le 


"Ee fey Central, Stock, $5,500,000 general-mortg 
entucky Central. 9 ¥ - 
bonds, $4,500,000. a 
Louisviile 


& Nashville. —New 6 per cent. bonds secured on 





172 miles of road, $1,500,000. 
Pittsburgh, Bradford. & Buffalo.—First-mortgage bonds, 
St.’ Paul & Duluth. bonds, $1,000,000. 
Sterling Mountain:—Income $476,000, bearing 7 
per cent. interest. 


easier operation of their.own through and local lines Sinaloa, & Durango.—Mr. E. P. North, the Engineer 
Gon, Herman Haupt, General, Manager, has issued the fol- and Superintendent, examined route propo-ed 
lowing circular 7 2. t of fuel and road ~ ae = ame in 


grain for settlers along the road: 


Erieowy -, duly. 
“: To correct erre y ; igned desires. 
+6 otek nto ted Cae pen reeanietdaned dedres rina 


the. of Durango 
From zo. north of about. 130 miles 
Sar ‘to de Santa Cate- 


a very easy route except for about 12 miles, | 


there will be difficult work. The elevation above the 


Securities on the New York Stock Exchange.—The | (ni. 


International & Great Northern.—Additional first-mort- | © 


— of the way with Ate Ba mountains on each side. 
ence south of west 90 miles to Canelas, in the Sierra = 
sea 
is from 8,000 to 8,500 ft. The timber 1s cbiefly pine, fir 
and oak, and the temperature cool even in summer, 76° 
being the bighest observed while crossing iu July. In win 
ter there is sometimes a light fall of snow. From Canelas 
the route southwest down the Pacific slape of the Sierra 
Madre is a comparatively easy one. Taere wheat and corn, 
sugar-cane and the fruits alike of the temperate and torrid 
zones are grown. The part of the road first to be built is 
not on this side, but from the Gulf of California at Altata 
(about 150 miles northwest of Mazatlan and 275 southeast 
of Guaymas) norcheastward to Culiacan, about 50 miles. 


Sonora.—Reports from Mexico have been to the effect 
that work on the line from Hermvsillo, Mex., to Tucson, Ar- 
izona, bad been stopped by the government, on the ground 
that the company was bound to build the line direct from 
Hermosillo to El Paso. It is now stated that the govern- 
ment will not oppose the building of the Tucson line, but 
will require the completion of the El Paso line within five 
years, in pursuance of the terms of the concession. 


Texas, Arkansas & Louisiana.—This company has 
been org mized t> build an extension of the Houston, Bist 
& West Texas from the Texas stite line at Logansport 
northwest to Shreveport, La.. and thence to the ‘ehasnee 
line in the direction of Camden. 


Texas & St. Louis.-—Arrangements have been completed 
to consolidate the Missouri and Arkansas companies of this 
name, formed to extend the road from Texarkana to Cairo. 


Train Robbery.—The train on the St. Louis, Iron M wn- 
tain & Southera Ruilway, which teft Texark ina at 8 o'clock 
on the night of Sept. 22, was boarded at Hope, Ark., by three 
young men. After passing Prescott, and when near Ken- 
sett, they suddenly drew_revolvers and ordered the couduc- 
tor to stop the train, which he did. They then proceeded to 
make the passengers throw up their hands and went through 
them, getting $700. They then visited the express car, open- 
ed tae messeng:r’s safe and took $30,0)0 in currency. 
Before ‘eaving the train they threw a package containing 
$15,000 back, under the impression thet it was valueless, 

Another dispatch siys that the train was eight miles 
south of Prescott when three men presented cocked re- 
volvers to the conductor and bade bim stop the train, which 
he did as quick as possible. He was in such a hurry to stop 
the train that he pulled the bell-cord intwo. All the rob- 
bers went to the express car, made the messenger open the 
safe, from which they took about $16,000, which wus about 
half the 2 ee there was in it, and then went through the 
coaches and robbed the passengers of $800. All three men 
a young. None of them were masked or had any 

rd, 

The company has offered a reward «f $5,00U each for the 
arrest of the three robbers. The state authorities have 
offered a smaller reward, 


Union, of Atilanta.— This company bas secured a charter 
from the Georgia Legislature for a belt line around Atlanta, 
to ¢ nnect all the railroads entering that city. The line will 
b> atout seven miles long. The incorporators represent all 
the companies whose lines will be connected. 


Virginia Mining, Manufacturing & Transporta- 
tion Co,—This company has been organized at Winchester, 
Va., to build a branch of the projected Baltimore & Western 
road running through Winchester. 


Virginia, Tennessee & Georgia Air Line.—Con- 
tracts were cuncluded in New York, Sept. 28, for the con- 
solidation of the business of the East Tennessee, Virginia & 
Georgia, the Norfolk & Western and the Shenandoah Valley 
rovds. The details of the contract are not made public, but 
it is understood toat the companies will retain their separate 
organization, but the three roads will be operated under one 
management and as one line, with one General Manager, 
under the supervision of an executive committee composed 
of the Presidents of the three companies, This arrangement 
completes the business union of three lines whose interests 
are largely the same, and which are largely dependent upon 
each other for business. The consolidated line will be known 
a; the Virginia, Tennessee & Georgia Air Line. 


Wabash, St. Louis & Pacific.—At the special meet- 
ing in St. Louis, Sept. 28, the stockholders voted to approve 
the azreements for the purchase and consolidation of the 
Davilie & Southwestern, the St. Francisville & Lawrence- 
ville, and the Cairo & Vincennes roads, and for the lease of 
the St. Louis Bridge. 
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Kansas City, Ft. Scott & Gulf. 


At the ciose of the year 1880, which is covered by its last 
annual report, this company worked the following lines : 


Miles. 
Main line, Kansas City, Mo., to Baxter Springs, Kan........ 159.92 
Union Transit Co., spur in Kansas-City...................065 1.28 
Rich Hill R. R.. Pleasanton, Kan., to Rich Hill and Carbon 
ee ee ere MEIER lsh ssid nse tks ti. 6 OR 
Ft. Scott, 8. E. & Memphis, from near Ft. Scott, Kan., to 
Golden city | ee FLEES STV RS Ey Se ee 48.7! 
Ft. Scott, 5. E. & Memphis, Arcadia, Kan., to coal mines... 2.48 
Short Creek & Joplin, Baxter Springs to Joplin, Mo....... . 15.46 


ae & Western Mo., Springfield, Mo., to Ash Grove.. 19.00 
em., Kan. & Col. (narrow-gauge) Weir City, Kan., to Par- dion 
IS ato ala tees ci dnvdbteculcugesees tui TodseVeedsevenvess © j 


There were 40 miles of sidings on all the lines. The Rich 
Hill Branch and 36.04 miles of the Ft. Scott, Southeastern 
& Memphis were built and the & Western Mis- 
souri bought during the year. Since the close of the year 
the connection between the last-named two lines has been 
finished. 

‘The general balance sheet was as follows : 
eras taeinahc s0d.a6.4eehe0.ntene 
Contracts for preferred stock 
pT ER ee ree 





Accrued interest, accounts, €tC..............0206005 90,441.60 

TOODGRS TOME MOROUIE ow 5iia i icles isi niin Sess etide tes 89,023.19 

Income account, balance....  ....... «6 seeeeees x 200,003.36 
Dish. denis tahshos ones eeroneadans heeden $10,186,368.15 

Road and equipment................ $9,538,055.90 

MUNIN S 10 La eee ke boc acscccscccsecs 115,455.74 


Stocks and bonds.. .. ..... ........ 101,956.41 
— and accounts receivable....... 
GOs Cia B06: 505 dade tivbdce 





—— 10,186,368.15 

The bonded debt consists of one issue, first-mortgage bonds 
bearing 7 per cent. interest ; it was reduced $948,100 by 
purchase of bonds with proceeds of the land grant. There 
were $1,583,000 branch bonds on which this company pays 
interest. The sum of $225,099.16 was added to construction 
account. » 

The traffic for the year, excluding the narrow-gauge line, 
was as follows: 





Train miles: 1880, 1879. Inc. or Dec. P.c. 
PROPRIEEE 6. 0.0 cose. 200,402 190,029 L 10,373 5.5 
ere 453,534 422,545 I. 30,989 7.3 
Service and switching. 302,777 184,722 I. 118,055 63.8 

., 0 ee 956,713 797,296 LL 159,417 20.0 

Car miles: 

Passenger train cars ee PSEC > ~ eke 

Freight cars.......... eee oct? le termes: bluse s dee 

Passengers carried... 257,530 155,726 I. 101,804 65.3 

Hage miles...... 8,819,638 5,585,154 I. 3,234,484 57.9 
per pass. per 

SIRE « baie) 0S! adits 3.37.cts. 3.74 cts. D. 0.37 ct. 10.0 
Tons freight carried.. 672,367 494,577 I. 177.790 35.9 
Ton miles..... ... . .49,435,645 35,972,107 I. 13,463,538 37.4 
Rate per ton per mile. 1.71 cts. 1.76 cts. D 0.05 ct. 2.8 

Av. train load: 

Passengers, No.. .. .. I. 14.62 49.7 


44.01 29.39 
Freight, tons.......... 109.01 85.14 I. 23.87 28.0 
Locomotive service cost 14 32 cents per mile. Of the freiglt 
car mileage 60.7 per cent. was of loaded cars; 4,355,407 
miles were made by foreign cars. 
The earnings for the year were as follows, excluding the 
narrow-ga’ line, the avera: ons worked being 190.3 
miles in 1880, and 162.38 miles in 1879: 








a i a won’ a gun aee os P. c. 
assengers....... $297,339. $209,950. 388.92 41.6 
Freight.. .. ....- $44,564.85 631,783.53 212,781.32 33.7 
Mail and express.. 33,795.88 31,580.32 2,247.56 7.1 
Miscellaneous .... 36,663.44 22,581.67 14,081.77 62.4 
Total ....... $1,212,363.96 $895,864.39 $316,499.57 35.3 
Expenses ...... .. 680,441.08 563,053.08 ~117,388.00 20.8 
Netearn.... $531,922.88 $332,811.31 $199,111.57 59.8 
earn. per 
Niall 6,370.80 5.517.08 853.72 15.5 
Net earn, per 
oo Salting ag 2,795.18 2,049.58 745.60 36.4 
Per cent. of exps. 56.10 Gee SIH e 


Expenses include taxes, which were $54,369.11 in 1880, 
and $45,815.34 in 1879. The increased business was chiefly 


from the main line, the new branches having been opened | py 


late in the year. 

The Bava of the narrow-gauge line appear to have 
been $10,503.07; expenses, $16,510.72; deficit, $6,007.65. 
The track of this line from Weir City to Messer, 10.75 
miles, was taken up, and the materials used in an extension 
from Parsons to Caerryvale, 18.73 miles, now in progress. 
A third rail is to be laid from Weir City to Cherokee, 5 
miles, toavoid transhipment of coal. 

The Land Departm2nt reports saies of 346,902.59 acres 
for $1,290,145,90, an —— of $3.72 peracre. There 
were also 210 town-lots sold for $10,039.17, making total 
sales for the year $1,300,185,07. The cash receipts on land 
contracts were $1,151,667.80, expenses of the department, 

.40. The land contracts held amount to $342,549.40. 
Much attention has been paid to tree culture on the com- 
pany’s lands; thus far the catalpa has been the most suc- 
cessful of all trees planted. 

The me account was as follows, including the narrow- 
gauge line’s earnings and expenses: 


Gross byrne ae enka nae egase \ptaneer<seenes ne $1,222,867.03 
Interest and dividends 53,175.22 
Premium 

5,039.99 
carne 











10 
67 











1,204,756.88 
"$76,325.36 
from the of the year were on 
(Ang. 10;1800, and one of 404 per cout’ Feb. 15, 1280. 
cent. one » re ': 
year 1,435 toun of sted tals ware laid; 64.4 
tiles of main track are now of steel. There were 13, 
ree ro og built. A new iron trestle 448 ft. 
and 46 ft. high built, and one wooden trestle 





-- 509 | by a stone culvert and earth embankment. Nearly all the 


depots on the line were repaired. 
re was added to the equipment 6 locomotives, 3 pas- 
senger cars, 5ca 50 box, 50 stock and 150 coal’ cars. 
20 box and 32 coil cars of narrow gauge. 
_ The Rich Hill Branch, 27.54 miles, with 2.92 miles of 
sidiges, was built during the year; also the Ft. Scott, 


5 | Southeastern & Memphis line to Golden City, 36.04 miles, 


Smee the close of the year the last-named line has been ex- 


5 | tended to Ash Grove, completing the line to Springfield, 


Mo. Arrangements have b2en made for its extension to 


286 | Memphis next year. 





Cumberland Valley. 


_ This company owns a line from Harrisburg, Pa., to Wil- 
liamsport, Md., 82 miles. It leases and largely owns the 
Martinsburg & Potomac, from Williamsport to Martinsburg, 
W. Va., 12 miles; the Southern Pennsylvania, from junction 
to Richmond with spur to Mercersburg, 21.4 miles, and the 
Dillsburg & aerat from junction to Mechanics- 
burg, 7.7 miles, making 41.1 miles leased. It also controls, 
but does not work, the Mont Alto road, a branch to Waynes- 
boro, 18.3 miles, and the South Mountain road, a branch to 
Pine Grove, 17.8 miles. 

The general account was as follows: 


January interest and 
Balance, Jan. 1, 1880 
Surplus for the year...... ..........0008. 





——— 594,667.91 

| RRR I RRA OLE GN ALN RN IP $2,773,051 .86 
TS ARI Ri de Se aR oy $1,887,465.95 
Memberinle Om WANG. <<. cee idesessccs 71,186.94 
Trustees of contingent fund............, 583,949.54 
FT EE ed PERE © Es Ae eee | 71,733.42 
CRTs voc ncccccccccccs,  tehmebeae iene 158,716.01 





2,773,051.86 
Of the stock there was $241,900 first-preferred, $243,000 


000.00 second-preferred and $1,292,950 common stock. Of the 


bonds $161,000 are first-mortgage bonds, $109,500 second- 
mortgage bonds and $81,800 common bonds. 
The traffic for the year was as follows: 





Train miles: 1880. 1879. Inc. or Dec. P.¢. 
Passenger........ 188,808 168,104 ae 20,704 12.3 
Freight........... 147,260 115,368 I. 31,892 27.7 

Tete is 6 8 Si 18.6 


336,068 283.472 =X; 52,596 18.6 
Locomotive miles 448,808 dee 
Passengers car- 


lin ciate sll etate- om 391,083 323,045 I 68,038 21.1 
Tons freight car- 

cdintasics ¢4%e 444.721 372,920 I. 71,801 19.3 

Ton miles........ 14,048,062 11,624,309 I. 2,423,753 20.9 


Av. freight train 
eee 95.4 100.8 OD. 5.4 5.3 


The passengers carried include the leased lines; the freight 
tonnage is for the main line only. Passengers include 322,- 
098 regular tickets, 62,648 excursion and 6,342 commuta- 
tion. Passenger trains earned 101.04 cents gross and 36.84 
cents net per mie; freight trains, 228.84 cents gross and 
102.87 cents net; average of all trains, 157.05 cents gross 
and 65.78 cents net. ; 

The earnings of the main line for the year wereas follows: 








1880. 1879. Inc. or Dec. P. Cc, 
Freight. ........$337,006.94 $300,933.78 I. $36,073.46 11.9 
Passengers...... 173,827.19 152.422.0989 I. 21,405.10 14.1 
Mail, etc..... ... 26,111.65 50,241.85 D.- 24,130.20 48.2 
Total..... ..$536,945.78 $503,597.72 I. $33,348.06 6.6 
Expenses.... ... 306,745.95 238,697.70 I. 68,048.25 28.5 
Net earnings $230,199.83 $264,900.02 D. $34,700.19 13,1 
Gross earnings 
per mile... 6,548.12 6,126.49 L 421.63 6.6 
Net earnings 
per mile .... 2,807.32 3,222.63 D. 415,31 13.1 
Per cent. of ex- 


penses...... 57.13 47.40 1. 9.73 —- 
The expenses were increased by greater passenger train 
mileage, additional trains having been run to accommodate 
connecting roads and local travel. The traffic showed a 
greater increase than earnings. 
‘ The disposition of net earnings for the year was as fol- 
ows: 





MID 65 Koh ckte ane: Ol ns toe ¢co eeoeadtenaaaae $230,199.83 
Real estate purchased.................... $6,478.50 
BD CIOS ooo cv nclawsactadedcics sdb aceon bins 6% 9,727.15 
ERR eT Ra 26,548.00 
SPOUCENEED, BO WO CONG. acc ctccces chsesctes 177,785.00 

—— 220,538.65 

Oe no aceon esas ah aes she on nh wh $9,661.18 


The usual quarterly dividends of 21¢ per cent. each were 
paid from the earnings. 


The business of the leased lines was as follows: 


Mart. & Potomac. Dillsb’g & Mich. Southern Penn. 
be freight car- 
Th 





Si ae 27,436 45,426 33,868 
Gross earnings. .$18,536.35 $20,250 01 $21.568.12 
penses..... ... 14,942.49 13,450.94 18,960.35 
Net earnings $3,593.86 $6,799.07 $2,607.77 
Gross earn. per 
MMI; . 65s vn deks 1,544.70 2,629.87 1,007.86 
Net earn. per 
Sera 299 49 882.99 . °121.85 
Per cent. of ex. 80.7 66.3 87.8 


All these roads shcw a considerable gain both in business 
and earnings. 

The Mont Alto road, in which this company is largely in- 
terested, carried 47,818 passengers and 34,520 tons freight. 
Its earnings were $27,513.44, an increase of nearly 60 per 
cent. over 1879. 

During the year 600 tons of steel rails and 32,983 new 
ties were used in renewals. There are now 55% miles of 
track laid in steel. There are 7 miles of second track and 
12.4 miles of sidings. 

The equipment was increased by a new passenger car and 
83 box cars, and two new engines were ordered. The pas- 
senger cars were equipped with the Janney coupler, and 
speed indicators put in the cabooses. 

One pier of the Susquehanna bridge was rebuilt and others 
a Road and bridges generally were kept in good 
order. 

Much business is expected from the Shenandoah Valley 
road, now nearly finished. 


St. Louis, lron Mountain & Southern. 


We have heretofore presented. a brief summary of this 
company’s report for 1880, and now give a fuller abstract 
of thesame. The road worked was the same as in 1879, the 
main line from St. Louis to Texarkana, 491) miles; the 
branches from Bismarck, Mo., to Belmont, 120 miles; from 
miles, and from iiineral Point, Monto’ Pots, 6 teiles, 
mi rom ‘ \ i 

The equip ; t em of 187 ae re 

men’ ves: passenger, 
1 sleeping, y? ne od and 24 mail and e cars; 
1,419 box, 481 Green Line Line box, stock, 





1,401 flat and 65 caboose cars; 2 directors’ cars and 8 ser- 


ice cars. 
The general account was as follows: 











1 q 

nterest accrued........ se dese ome eis cies, apeeeen 1,038,116.96 

Bills payable, real estate....... ..........0-ses eee 141,299.43 

Bills, accounts and balances payable................ 1,585,905 .86 

nae Se EE TATE Ce eer $54,322,155.75 
Construction and equipment........ $47,321,484.90 
INT 04.0 uns sinwreevnne qacsde seh taen 111,675.29 
Land notes, etc 671,472.06 
Land grant... 3,407,967 .92 
Rae IE . 365,822.05 
Cash and receivables................ 737,591.81 
Income account, debit balance ..... 1,706,141.72 


— -————-_ 54, 322,155.75 

The bonded debt at the close of the year consisted of $4,- 
000,000 St. Louis & Iron Mountain first-mortgage bouds; 
$6,000,000 St. Louis & [ron Mountain second-mortgage 
bonds; $2,500,000 Arkansas Branch bonds; $1,450,000 
Cairo, Arkansas & Texas bonds; $7,900,000 Cairo & Fulton 
bonds; $73,000 Cairo & Fulton income bonds; $4, 140,- 
090 first-preferred income bonds, and $4,017,720  sec- 
ond-preferred income bonds. Since the close of the year a 
general mo ge has been executed, in which it is intended 
to merge all the existing debt. 

Since the close of the year nearly all the stock has been 
exchanged by holders for Missouri Pacific stock, transferring 
the control to that company. 

The Land Department reports sales in Arkansas of 
65,915.9 acres for $237,188.42. Cash collections on land 
contracts were $164,299.12. Theexpenses were $57,979, 28. 
Back taxes paid up were $62,100. Tiere was an ‘increased 
demand for Arkansas lands, and increased immigration and 
settlements are reported. 

In Missouri the Pand Department sold 2,139.06 acres for 
$8,599.95. Cash receipts on land contracts were $9,015.60; 
the sum of $7,155.60 was received in land notes. 

The earnings for the year were as follows : 








1880. 1879. Inc. or Dec. P.c. 

Freight........ $4,697,047.49 $4,103,664.78 I. $593,382. 14.5 
Passengers .... 1,268,873.77 981,151.12 I. 287,722, 29.3 
Mail and exprs 229,266.26 171,838.51 IL. 7,427.75 34.5 
Miscellaneous. 70,409.78 35,956.86 I. 34,452.92 95.7 
Total ....$6,265.597.30 $5,292,611.27 I. 18.4 
Expenses..... 4,075,226.37  2,992,056.07 I. 1,083,170.30 36.2 





Net earnings.$2,190,370 93 $2,300,555.30 D. $110,184.27 4.8 


Gross earn. per 

Rn. 3 sips abe 9,153.54 7,732.08 I. 1,421.46 18.4 
Net earn. per 

ees 355003 : 3,199.96 3,360.92 D. 160.96 4.8 
Per cent. of ex. 65.04 56.54 I. G50" .... 


The increase in earnings was due to the largely increased 
traffic. The increase in expenses was due to the generally 
lower rates, to largely increased renewals, ard the increased 
service, especially on passenger trains. 

The income account was as follows. 





Balance (debit) from previous year................+.. $1,577,753.79 
Change of gauge, balance................260 seseeseee 774.60 
Taxes on Arkansas trust lands......... ..... .... sss 61,942.06 
PET GRMIOB S568 sa ink ods ce ccdcccevcsocedaneee 64,177.43 
PS GI IIS SC cecwecséiccd weireecccaciewes 69,337.41 
Interest on mortgage bonds.................. +» 1,543,038.32 
Interest on preferred income bonds =a - 642,560.18 
Lary rey eek eulraels te keen bise rank ats s 17,463,91 
Bad debts charged off.............. j 19,464.95 

NRRL ocih Nee Beatin es ees d Pen ccebdv abe $3,896,512.65 
Net earnings for the year.............ccececseeesesees 2,190,370.93 

Debit balance, Dec. 31, 1880........... ...s.00- $1,706,141.72 


There were charges to capital account during the year of 
$799,746.66 for new construction and $326,517.27 for equip- 
ment, making $1,126,268.93 in all. 

The traffic for the age was as follows: 


880, 1879. Inc. or Dec. P.c. 
Train miles, passen- 

MRSS ands. cbasnes 86 ‘,064 785,355 I 74,709 9.5 
Train miles, freight. 2,037,335 1,697,794 I 339,541 20.0 
Total locomotive 

ams wie itd ih 4,175,485 3,325,068 I 850,417 25.6 
Passenger car miles. 4,482,613 4,133,374 I 349,239 8.5 
Freight car miies... 42,252,098 36,380,140 I. 5,871,958 16.1 
Passengers carried. 829,152 652,757 I. 176,395 27.0 
Passenger miles.... 45,831,042 31,348,280 L 14,482,762 46.2 
Tons freight carried 1,187,097 981,139 I. 05, 21.0 
Ton miles,...... ... 263,223,376 226,573,979 1. 36,649,397 16.2 

Ay. train load: 

Passengers, No.. 53.3 39.9 I 13.4 33.6 
Freight, tons.... 129.0 133.5 D. 45 3.4 

Av. receipt: 

Per pass. per mile 2.77 cts. 3.13cts. D. 0.36ct. 11.5 
Per ton per mile. 5 ya 1.68“  D,:...@010 * 5.3 


Locomotive service cost 20 cents per mile. The average 
earnings per train mile were $1.48 on passenger and $2.30 
on freight; average, $2.16. 

The average rate per ton per mile was 2.08 cents on north- 
bound local freight; 3.01 cents on south-bound local; 1.31 
cents on north-bound through; 1.58 cents on south-bound 
through; an average of 2.43 cents on lozal and 1.49 cents 
on through, or of 1.75 cents. on all north-bound and 2.00 
cents on all south-bound freight. Of the total ton-mileage 
42.1 per cent. was of local and 57.9 per cent. of through 
freight; 46.1 per cent. was of north-bound and 53.9 per 
cent. of south-bound freight. Of the freight-car mileage 
22.3 _ cent. was of empty cars. The average south-bound 
freight train was 21.2 cars; north-bound, 20.3 cars. 

Leading items of freight were 211,270 tons iron ore, 361,- 
586. bales cotton, 205, tons lumber, 155,493 tons grain 
and flour, 4,901 car-loads of live stock and 14,256 tons coal. 
There was a la decrease in cotton and stock; an increase 
in ore, grain and lumber. 

During the year extensive additions were made to the 
buildings in St. Louis and a number of new buildings were 
erected along the line. Several bridges were renewed and 
others repaired. 

There were used in renewuls 15,250 tons of steel rails and 
467,759 new ties. There are now 365.23 miles of steel 
track in use. There were 23.04 miles of new sidings laid 
and 10.67 miles of fence built. A large amount of last- 
ing was done. 

here was added to the equipment 16 engines, 12 pe 
senger cars, 694 box, 30 refrigerator, 250 stock, 250 flat, 
100 ore and 24 coal cars. 

More equipment is needed, and more steel rails and ballast 
to put the road in first-class order. Much has been done 
during the current year. 

During the year the contract with the Southern Ex 
Company was terminated, and the company began to do its 
own express business, 

Harmonious relations were established with the Missouri, 
Kansas & Texas, doing away with the former competition 
on Texas business. 

Control of the Memphis & Little Rock road was secured, 
removing an yg competition on Arkansas business. 











